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)pring. IN SOUTH CAROLINA! 


Azaleas are blooming; the fragrance of jasmine and 
wisteria fills the air; flaming redbud and the white 
of the dogwood give vivid contrast in woodland 
color. A plowman calls to his team; “bobwhite” 
whistles to his mate in the meadow. All life is a-stir. 
There is hope in the air. It’s Spring in South Caro- 
lina. 

Nor is this renaissance confined to the realm of 
nature. South Carolina is at the beginning of a new 
development age. With a record of important agri- 


THROUGH THE HEART 


cultural production extending back to the Seven- 
teenth Century, the Palmetto State in recent years 
has also made impressive growth along industrial 
lines. Rich farm lands, diversified crops, a wealth 
of natural resources, a friendly progressive people 
—all hold bright promise for the future of the state. 

In industry, agriculture and commerce the “State 
of Opportunity” affords fertile soil for your sowing 
.. . Now is the time. 

It’s Spring in South Carolina! 


Buy more 
WAR BONDS! 


OF THE SOUTH 


If you want a reprint of this advertisement in full color, write 
Seaboard Railway, Norfolk 10, Virginia 
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**High Iron” is one of America’s not-so-secret weapons. It is a railroadman’s term for 


the 230,000 miles of mainline track — built, paid for and kept up by the railroads — 
which knit America together. © Over these strong highways of steel moves America’s 
might — three quarters of all intercity transportation, 90% of all war freight. e In 
this mass movement of freight — a movement that far exceeds anything moved 
before by any means of transport — lies a vital lesson. @ The lesson is this: America 
needs and must have — for success in war, for prosperity in peace — the low-priced, 


mass transportation which only railroads can deliver. 


7 ow Ne ASSOCIATION OF 
WAR 


Zo? AMERICAN RAILROCGADS 
F=3) All United for Victory 








VORLD 


for 


ca’s 
» In 
ved 
rica 


ced, 





NM 





April 14, 1945 


3400 
“HORSES” 


The 5,400-horsepower Diesel freight loco- 
motives of the ROCK ISLAND LINES pull 125 
loaded freight cars—approximately 6,400 
tons—at a speed of 70 miles per hour! 


This is but one example of what ROCK 
ISLAND, one of America’s railroads, is do- 
ing to establish outstanding performance 
records in the handling of war traffic... 
records never dreamed of, let alone ap- 
proached, in the past. 


We are proud that the progress we 


planned yesterday made us ready for to- 
day's big job... ready to perform a vital 
service in this war emergency. The Pro- 
gram of Planned Progress of the ROCK 
ISLAND LINES has been, and is, a continuing 
effort. It has held the railroad in a posi- 
tion of leadership and promises even 
greater development in future years. 


As yesterday—and today—so tomorrow, 
ROCK ISLAND’S sole purpose is to provide 
the finest in transportation. 


WORLD’S FIRST ALUMINUM BOX CARS! 
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Aluminum ‘box cars are now in 
service on the ROCK ISLAND 
LINES. They are made of the 
— a same special high tensile alumi- 
: Tey : num alloy used in B-29 Bombers! 
; mel iL “Dead weight” is reduced as 
much as 4% tons per car. A train 
of 125 aluminum cars would re- 
duce the weight of the train 
562% tons, with no reduction in 
the load carried. Another step 
in better railroading! 
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When experienced traffic men have freight that 
is to be moved in a hurry between the Midwest 
and the Virginia seacoast and between the North 
and the South, they route it via Precision Trans- 
portation, the freight service of the Norfolk and 
Western Railway. 

There are concrete reasons for specifying Pre- 
cision Transportation: The Norfolk and Western 
has representatives in most of the principal cities 
of the country who are traffic experts and offer free 
advice on rates, routings and schedules. The Nor- 
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folk and Western is a direct route between the 
Midwest and the ice-free port of: Norfolk that 
affords shippers access to the markets of the world. 
In the railroad’s headquarters at Roanoke, Virginia, 
the Car Service Department keeps a continuous, 
accurate record of all freight originating on and 
consigned to the Norfolk and Western — expe- 
rience has taught shippers and receivers that 
when freight is routed by N. & W.., it will be de- 
livered on time. For fast, safe, dependable service, 


specify N. & W. 
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THE FIRST WHITE HOUSE OF THE CONFEDERACY 
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The first White House of the Confederacy where Presi- 
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In at least three widely separated fields of business 
® endeavor, something that might be called states- 
manship has recently raised its head. In those fields, 
leaders have adopted the principle that, in a country as 
large as ours, with its varied productive elements, busi- 
ness morality and, therefore, national prosperity and 
security, rest with recognition of a social responsibility 
on the part of business, and with the knowledge of how 
to apply that responsibility to the needs and potentials 
of each individual community. Political students have 
long realized that it was the failure to recognize this 
principle politically that led to the concentration of 
authority in Washington with all its baleful effects, and 
all its threats for the future. 

The business men who are thinking along these 
lines suggest that the business world get behind the 
organization of community committees—they might 
well be continuations of those that have worked so well 
in the various war efforts—to study potential markets, 
relate the productive facilities of each community to 
those potentials, make such shifts in facilities as may 
be necessary to avoid overproduction and consequent 
slowdowns and depressing inventories, and organize the 
job of disposing of all that the community can produce. 

At first glance it may not be clear why this recogni- 
tion and the suggested practical application of the prin- 
ciple of local action for effective and progressive na- 
tional life has a bearing on the transportation industry. 
Nevertheless it has, because these leaders seek to apply 
the principle of local action to the task of providing jobs 
in each locality on a steady level. They seek to do this 
under a broad recognition of the fact that the business 
of the country, operated for the people of the country, 
must think in terms of long-range employment as a 
social responsibility, rather than in terms of immediate 
volume and profit, with its attendant peaks and valleys 
of the business cycles of the past. It is cogently pointed 
out by an executive of a leading manufacturer that, if 
business does not undertake the solution of the problem 
of long-range employment, government will. Not, he 
Says, that it will do so effectively, but that, if business 
does not make the attempt, it will become politically 
expedient to make more and more experiments, always 
with concentration of authority at the top. 

Obviously the transportation industry is interested 
in long-range, steady employment, because that means 
Steady use of the transportation facilities of the coun- 




































The Social Responsibility of Business 
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try. There is no more accurate barometer of the ups- 
and-downs of the business cycle than the transportation 
industry. And, since the federal programs for making 
work in the ’thirties were not capable of wiping out the 
great backlog of unemployment that existed up to the 
time the defense program was first started, there is no 
likelihood that a similar program in the post-war years 
is going to increase employment either in industry gen- 
erally or in transportation. 

As these community efforts are organized, local 
transportation officials and workers will be called on to 
take part. They should receive full authority, and all 
the assistance transportation management can give 
them, so that their contributions to the community 
effort will be effective. 


HERE are at least two over-all advantages that 
should flow from such community effort. In the first 
place, it is obvious that local governmental officials will 
be represented. Having become convinced of the needs 
and the potentials of that community, they will be less 
amenable to “easy money” from the national till with 
its inevitable strings. Having been brought to a prac- 
tical and businesslike understanding of the place the 
community can and should occupy in the national eco- 
nomic picture, they will not be satisfied with “make- 
work” of any kind. They will have a reason, perhaps 
for the first time in years, for stoutly maintaining the 
integrity of local government, instead of handing it over 
to the national political authority. As an end result, 
they will become amenable to the public opinion of the 
community and, by just so much, more reluctant to go 
along blindly with the plans of county, state, and na- 
tional political machines that have, in their efforts to 
keep the “ins” in office, added to the tax rolls of all 
business, not excepting the transportation industry. 
There should be, too, an analogous gain in the field 
of labor relations. When local labor leaders are made 
aware of the program to keep employment at more 
stable levels, based on a realistic appraisal of the oppor- 
tunity of fhe community to furnish such and so much 
of the country’s production, centralized labor authority 
will find itself faced with the more realistic thinking of 
these local leaders and workers. In other words, the 
same principle of local effort, based on intimate local 
knowledge, will be at war in the labor field (as in the 
business and political fields) with the impersonal prin- 
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ciple of “national planning,” which, in its very name, 
carries a contradiction. 

The transportation industry has another reason for 
wishing to see both political and business controls re- 
turned to the community framework. Irresponsibility 
is the inevitable concomitant of centralized authority. 
The transportation industry has every reason to work 
against its spread, especially when the suggested alter- 
native holds so much practical promise for the national 
welfare. Some of the more direct outgrowths of the 
centralization of authority in this country, and conse- 
quent loss of control of that authority, are evidenced by 
the fact that officials of the Department of Justice may 
discuss in public suits that are before the federal courts; 
that one of them may and does point out that the two 
suits filed against the railroads, one by the governor of 
Georgia in the Supreme Court of the United States and 
the other by the anti-trust division of the department, 
allege much the same faults; and that there should be 
talk of putting the Commission under the control of 
Henry Wallace. 


Some Light on Land-Grant Rates 


Should the opinion of Judge Sterling Hutcheson, 

® of the federal court of the eastern Virginia district, 

prevail in the higher courts, one of the annoying uncer- 

tainties in connection with the application of land-grant 
rates will be eliminated. 


Cutting through a lot of confusing contentions, 
Judge Hutcheson, although his opinion showed him to 
be something of a semanticist, insisted that language, 
unless technically employed, was to be accepted at its 
“ordinary meaning.” Goods moving for “military or 
naval use,” said he, were just that and nothing more. 

His decision in the case of the Seaboard Air Line 
vs. the United States, abstracted at p. 931 of the Traffic 
World of April 7, clarified the application and non-appli- 
cation of land-grant rate deductions on lend-lease traffic 
not directly intended for military or naval use. The 
specific shipments involved were 76 carloads of phos- 
phate rock and superphosphate for use as fertilizer, 
destined, under lend-lease, to be spread on British soil 
so that more food could be raised for the beleaguered 
island. The alleged overcharges amounted to only 
$637.54, but F. Sheldon Sargeant, general attorney for 
the railroad, pointed out that the question to be re- 
solved was “of very material importance to the rail- 
roads of the country,” and that the amount involved 
would ‘‘run into the millions.” 

The question turned on the language of the trans- 
portation act of 1940, which says, at section 321 (a), 
that “full applicable commercial rates, fares, or charges 
shall be paid for transportation by any common carrier 
... Of any persons or property for the United States, or 
on its behalf, except that the foregoing provisions shall 
not apply to the transportation of military or naval 
property of the United States moving for military or 
naval and not for civil use... .” 
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Judge Hutcheson said that the government law- 
yers contended the lend-lease act did not modify that 
language. Foodstuffs and phosphates, while not mili- 
tary property as such, he said, could become “indis- 
pensable to military functioning.” Following that line 
of reasoning would in the end obliterate the distinc- 


_ tion between military and civil goods in time of war, 


said he, adding that, in addition, the point was whether 
the goods were moving for military or for civil use. 

Military use, he said, suggested physical force for" 
destruction as its exclusive ultimate aim. It carried 
with it no suggestion of constructive force, he con- 
tinued, pointing out that, even when military engineers 
built a bridge, it was only to gain access to an enemy 
so that the enemy could be destroyed. 

The phosphates were for the production of food, he 
said, and there was no more reason for classifying them 
as for military use than so classifying a typewriter 
for use by the Office of Price Administration or the War | 
Production Board. The Executive Department of the 
government had taken a broader view of the meaning 
of the term in its lend-lease reports to Congress. Judge 
Hutcheson’s assertion that “‘the construction given to a 
statute by the Executive Department charged with its 
administration is entitled to great weight,” might in 
other circumstances be considered dangerous doctrine. 
In view of the fact, however, that he, himself, discarded 
the Executive Department’s construction in favor of 
the “ordinary meaning” of the disputed phrases, it may 
be overlooked. 

LSEWHERE, he used hard logic. He pointed out, for 
instance, that to uphold the government contention 
would make it possible to ship lend-lease phosphates to 
increase the agricultural production of Cornwall and 
Haiti under land-grant rates, while the farmer in the 
middle west, receiving the same phosphates from the 
Agricultural Adjustment Administration could not re- 
ceive land-grant reductions. 


“All are engaged in the production of agricultural 
products essential for the successful prosecution of the 
war,” said he. “All are engaged in one of the most 
traditional of all civilian occupations, constituting the 
antithesis of destructive effort and as far removed from 
martial activities as can be imagined, and all are work- 
ing to supply their respective markets with such surplus 
as may be available.” 

The railroad attorney said that “the amount in- 
volved will run into the millions.” At that, however, it 
represents but a small fraction of the immense sum still 
remaining in the shadow of uncertainty because of 
doubts as to land-grant applications to particular traffic. 
Estimates as to the refunds the railroads may still have 
to make to the government run into the hundreds of 
millions. They are sufficiently important to constitute 
a factor in the financial standings of many railroad 
lines, and there ought to be some way of dispelling the 
fog with which they are surrounded. 


Nothing, of course, can be done about land-grant 
deductions that have been “earned” on government 





962 


traffic that has already moved, even though months— 
perhaps years—may elapse before the rulings are made 
and the funds paid by the railroads to the government. 

The clarification of one small section of the dis- 
puted area, however, is heartening. It may serve an- 
other good purpose, also, if it demonstrates to the legis- 
lators the uncertainty and complication with which the 
problem is surrounded. Perhaps, then, an end can be 
put to the puzzlement of all involved, and to the expense 
of the railroads and other transportation agencies 
forced to “equalize” land-grant rates, by a speedy re- 
peal of the land-grant laws in toto. 





Freight Car Supply Inquiry 


Investigation of allegations that the Commission, the Office 
of Defense Transportation and the Association of American 
Railroads had failed to afford relief in the situation faced by 
the middle west on account of a shortage of cars for moving 
grain was called for in a resolution offered in the Senate, April 
9, by Senator Reed, of Kansas, who, last week, had made 
similar charges (see Traffic World, April 7, p. 925). The reso- 
lution, the text of which follows, was referred to the Senate 
interstate commerce committee: 


Whereas some two thousand country elevators essential to the 
marketing of wheat, corn, oats, sorghum grains, et cetera, in the states 
of Montana, Minnesota, Kansas, North Dakota, South Dakota, lowa, 
Nebraska, Oklahoma, and Texas are filled with grain and are closed 
down through inability to get railroad cars for outbound shipments of 
grain now on hand and thereby depriving the farmer of his only method 
of moving his crop; and 

Whereas flour mills throughout the states named are either closed 
or operating part time because of insufficient freight car supply to move 
wheat inbound from country elevators or flour inbound from the mills 
including the filling of contracts for flour for the armed forces; and 

Whereas some millions of bushels of sorghum grain have been piled 
on the ground on farms in Texas, Oklahoma, and Kansas since being 
harvested last October and November because of lack of freight cars 
to move the harvested grain, much of such grain has deteriorated and 
is now deteriorating; and 

Whereas in the important corn producing states of Iowa, Nebraska, 
South Dakota, Minnesota, Kansas, and others, the corn crop of 1944 
was harvested under weather conditions which left scores of millions 
of bushels of corn with a moisture content above the limit permitted 
for commercial corn marketing, thereby subjecting such corn to rapid 
deterioration. Millions of bushels have deteriorated and millions of 
bushels are now deteriorating because of the inability of country ship- 
pers to obtain freight cars necessary for the movement of this grain 
to primary markets and processing mills where special drying facilities 
are found; and 

Whereas in all the grain states of the west, business is partly 
paralyzed, farmers, millers, marketers, and others are suffering heavy 
financial losses because of a totally inadequate freight car supply to 
meet the requirements of that section for movement of grain already 
produced; and 

Whereas this condition has now obtained for a longer period than 
for any previous harvesting period and with no signs of improvement 
adequate to meet the situation; and 

Whereas a most representative conference of the grain producers, 
country elevators, terminal elevators, grain markets, and millers met 
at Kansas City on March 22, and set out clearly and at length this con- 
dition and prepared a petition to the Interstate Commerce Commission, 
the Office of Defense Transportation, and the Association of American 
Railroads asking for substantial relief; and 

Whereas the Interstate Commerce Commission failed to give the 
matter adequate consideration and failed to take any action in the way 
of relieving the situation; the Office of Defense Transportation went 
further and scornfully rejected the prayer of the Kansas City grain 
conference on March 22, for relief; and 

Whereas the Association of American Railroads has not corrected 
the flagrant dislocation of the grain car supply to which attention has 
been repeatedly called over a period of several months; Therefore be it 

Resolved, That the committee on interstate commerce of the Senate 
or any duly authorized subcommittee thereof, is authorized and directed 
to promptly institute a thorough investigation into all phases of this 
situation, and investigate all factors contributing to this condition de- 
scribed, and continuing this condition to the great financial loss of the 
grain states and imperiling the nation’s supply of food and feed grains 
necessary for our national welfare and endangering the production of 
sufficient materials for supplying the armed forces with bread, and to 
report its findings as early as practicable with such recommendations 
as it finds proper and necessary to correct existing conditions and pre- 
vent recurrence in the future. 


Congressional Comment 


Following introduction of his resolution, S. Res. 115, Sen- 
ator Reed submitted for publication in the Congressional Record 
of April 9 the letter he had written to Commissioner Miller, 
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Director Johnson, of the O. D. T., and J. J. Pelly, president, 
— of American Railroads (see Traffic World, April 7, 
p 

Senator Langer, of North Dakota, expressed support for the 
Reed resolution and submitted many messages from North Da- 
kota complaining about the car supply situation. 

Senator Aiken, of Vermont, advocate of the St. Lawrence 
water and power project, thought that the construction of the 
St. Lawrence seaway would have permitted shipment of grain 
from “western areas to east coast ports, or to other ports of 
the world.” 

Senator Barkley, of Kentucky, majority leader in the 
Senate, commenting on Senator Langer’s presentation of mes- 
Sages, said he was not undertaking to condone the shortage of 
cars but that the shortage was due to war conditions and that 
the railroads had been “burdened beyond all precedent in the 
transportation of war materials.” He did not think it was quite 
fair to the railroads or the O. D. T. or the Commission to 
criticize them for the absence of box cars in certain localities 
of the country. 


Senator Wherry, of Nebraska, said the New England rail- 
roads had had at times 360 per cent more box cars than they 
owned. The acute situation that arose on account of the snow 
storms in New England had long since been relieved, said he, 
but the box-car shortage had continued. He said the eastern 
lines were not releasing cars as they should. He thought it was 
“high time” that something be done to get the cars from the 
eastern roads. 


Senator Butler, of Nebraska, and Senator Langer referred 
to lend-lease proposals to send rolling stock to France, the 
former contending that the needs of the railroads in the United 
States ought to be met before cars were manufactured for ship- 
ment abroad. 

Car Shortage Hearing 


Chairman Wheeler announced, April 11, that the Senate 
interstate commerce committee would begin hearings April 17 
on the box car shortage in the middle western and northwestern 
states. Witnesses from those areas would be heard first, he 
said. The committee decided to hold the hearings without act- 
ing on the Reed inquiry resolution. 


In Kansas City, grain men and officials of eleven midwest- 
ern states, after hearing predictions that army relief food re- 
quirements could not be met and that bread might have to be 
rationed unless the box car supply situation improved, voted 
to send a delegation to Washington to demand cars for the 
movement of grain. The action was taken at the suggestion of 
Governor Schoeppel of Kansas. The following comprise the 
group, which plans to meet in Washington on April 17, the 
day Chairman Wheeler’s committee begins its hearings: R. A. 
Trovatten of St. Paul; Ben C. Larkin of Bismarck, N. D.; 
chairman; C. B. Bee, Oklahoma City; Milton S. Eisenhower of 
Manhattan, Kan.; Mark G. Thornburg, Des Moines; C. A. 
Merkle, Pierre, S. D.; Aksel W. Nielsen, Omaha, and John W. 
Ellis, Jefferson City, Mo. 

Mr. Larkin said the group would visit the Office of Defense 
Transportation, the Commission, and the Association of Amer- 
ican Railroads. 

Grain Routers Organize 


Approximately fifty interior mills in Michigan, Ohio, Indi- 
ana, Pennsylvania and West Virginia have formed the Grain 
and Grain Products Routing Assn. for the announced purpose 
of handling “the complicated matter of the carriers’ proposal 
to provide specific routing on grain and its products.” 


Membership, according to John A. Forshey, of Toledo, sec- 
retary of the association, is open to all interior operators or 
those interested in routing problems in connection with grain 
and grain products. Other officers of the association are: 
Chairman, F. M. Dickey, National Milling Co., Toledo; vice- 
chairman, John W. Mummert, John W. Eshelman & Sons, Lan- 
caster, Pa.; and treasurer, C. L. Athanson, of Ann Arbor, Mich. 


No Cars Shipped Abroad 


“There is no basis for reports to the effect that great num- 
bers of American freight cars are being forwarded overseas con- 
taining export freight,” J. J. Pelley, president, Association of 
American Railroads, said April 7. “All cars containing export 
freight have been, are, and will continue to be, unloaded at 
the ports and returned to the interior for railroad use.” 

Mr. Pelley said that despite disruptions and difficulties 
resulting from the unprecedented snow storms in the east last 
winter, more cars of freight were now being loaded and moved 
than at the corresponding season in any year since the war 
began. The increase in total loadings for the week ended March 
31 above the same week in 1944 was more than 6 per cent, he 
added, while loadings of grain and grain products were up 12 
per cent. 
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Box Car Demurrage 


The Commission, division 3, by an order “in re: Service 

order No. 242-B” has denied a petition: of Globe Mills (trade 
name) Pillsbury Mills, Inc., for exemption of export traffic 
from the provisions of service order No. 242-B (the reinstated 
service order No. 242 as amended), by which heavy demurrage 
charges on box cars held for loading or unloading were made 
effective from April 1 to October 1 (see Traffic World, March 
7, p. 653). 
. Pie petition of Globe Mills (trade name) Pillsbury Mills, 
Inc., urged the Commission to exempt from operation of serv- 
ice order No. 242-B export shipments held at ports of export, 
for the reasons, among others, that cars were not unloaded to 
wharf on arrival at port but were held on track to be unloaded 
direct from car to vessel, because wharf space was used for 
assembling freight delivered by motor trucks, with the result 
that “considerable” demurrage charges accrued on box car 
shipments when vessels failed to arrive on schedule at the 
ports, and that the demurrage penalties of the service order 
without exemption of export freight would fall on the exporter, 
without advantage to him or to the shipping public. 

The exporter, according to the petition, had to get the cars 
to the port within the time period provided in the booking con- 
tract; had no control of the agencies of the vessel performing 
the unloading and release of cars and might not enter the port 
terminal property to unload the cars; had no authority, no con- 
trol and no choice in unloading and releasing box cars held for 
export, yet was penalized with the demurrage, and was power- 
less to exercise any authority over the release of the cars, 
wherefore no car conservation would result from application 
of the order to. export shipments at Pacific coast ports. 

The petition set forth, further, that export shipments to 
ports were controlled exclusively by permit system of the 
Office of Defense Transportation, intended to minimize port 
congestion; that cargo space on vessels was controlled by ad- 
vance bookings-specifically providing that cars must be deliv- 
ered at the port of export not earlier than a specified date nor 
later than a specified date, “usually a range of four or five 
days,” within which the vessel was scheduled to arrive and 
load the cargo booked, and that after arrival at the port of 
export the car unloading to the wharf and to the vessel was 
controlled solely by the terminal agent of the vessel and the 
stevedoring concern employed by the vessel, so that its agents 
and shipper were powerless to demand when and how the ship- 
ments were to be unloaded from the box car. 

Preference for truck shipments in use of wharf space, the 
petitioner said, had subjected the petitioner to “considerable” 
demurrage due to failure of the vessel to arrive within the 
time specified in the booking contract, and, it added, “in all 
such cases the agent of the vessel and the War Shipping Ad- 
ministration have refused and declined to assume the accrued 
demurrage on the-plea that prevailing war conditions make 
arrival of vessel uncertain and beyond their control.” 

The petitioner asserted further, that Pacific Car Demur- 
rage Tariff No. 8-H, I. C. C. No. 48, applicable at California 
ports of export, did not publish an average agreement rule, and 
that, therefore, cars were not entitled to any credits for prompt 
unloading. 

“In its application to export shipments, service order No. 
242-B will not result in expediting car unloading nor in car 
conservation,” said the petitioner, “and in that respect cannot 
Serve its announced purpose as neither port terminal operator 
hor the vessel and its agents, nor the War Shipping Adminis- 
tration assume responsibility for the demurrage charges, al- 
though the unloading and release of cars is under their exclu- 
Sive control at the port terminal.” 


Hoch-Smith Southern Grain Case 


_ Retention of the existing method of making grain rates, 
with the extensive use of proportional rates from “gateways” 
or “rate-break points,” was approved, the existing local rates 
on carload and less-than-carload shipments of grain and grain 
Products within the south were found justified, and reductions 
Im some of the considered rates were prescribed in a report 
by the entire Commission in I. and S. No. 4208, Grain To, From 
and Between Southern Territory, and No. 17000, Rate Structure 
Unvestigation, Part 7-A, Grain and Grain Products To and 
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Within Southern Territory, and cases joined therewith (see 
Traffic World, July 22, 1944, p. 199). The order for the future 
is effective on or before September 1. 

The mimeographed report, exclusive of separate expres- 
sions of four commissioners, one concurring, two concurring 
in part, and one dissenting in part, covered 144 pages. It con- 
tained 28 findings. According to the Commission’s own state- 
ment, the conclusions set forth in it supported “the general 
plan” of the first proposed report in these cases, issued by 
Examiners A. R. Mackley and G. J. Hall, Rejected by the 
Commission was the proposal by Examiner Frank M. Weaver, 
in the second proposed report in these cases (collectively re- 
ferred to as the Hoch-Smith southern grain case), that there 
be established on grain and grain products moving into and 
within the south, one-factor through rates based on a proposed 
mileage scale, and that proportional rates and rate-break com- 
binations be canceled. 

One of the requirements of the report—a requirement to 
which Commissioner Patterson objected—was that the southern 
railroads apply to grain traffic moving from St. Louis, Mo., and 
Cairo, Ill., to destinations in the south, and from Memphis, 
Tenn., to Carolina territory, when such traffic is brought to 
those gateways by a common carrier by water, the highest 
proportional rates applied by those railroads over the same 
route between the same points when the grain or grain products 
are brought to the gateway by rail. The Commission found 
unlawful the application by the railroads to this ex-barge traffic 
of their local rates from the named river gateways to destina- 
tions in the south. 


Related Cases 


Joined with the title cases in the report were the following 
cases: 

No. 27705, Corporation Commission, State of Oklahoma, 
et al., vs. Arkansas Railroad Co. et al.; No. 27705, Sub. 1, 
Associated Millers of Kansas Wheat vs. Same; No. 27594, New 
Orleans Joint Traffic Bureau vs. Abilene & Southern et al.; 
No. 27226, Same vs. Aberdeen & Rockfish et al.; No. 23360, 
Same vs. Same; No. 27727, The Texas Industrial Traffic League 
vs. Arkansas Railroad Co. et al.; No. 27817, Missouri Millers 
Association vs. Abilene & Southern et al.; No. 27892, Merchants 
Exchange of St. Louis, Mo. vs. The Alton et al.; No. 27777, 
Dixie-Portland Flour Mills vs. Aberdeen & Rockfish et al.; 
No. 27418, The Traffic Association of the South Atlantic Ports 
et al. vs. Same; No. 26965, Farmers National Grain Corpora- 
tion et al. vs. The Alabama Great Southern et al.; No. 15026, 
Oklahoma Millers League vs. Alabama & Mississippi et al.; 
No. 15082, Capital Grain & Feed Co. et al. vs. Illinois Central 
et al.; No. 26345, Tex-O-Kan Flour Mills Co. vs. Abilene & 
Southern et al.; No. 20252, The Mississippi Railroad Commis- 
sion et al. vs. Aberdeen & Rockfish et al.; No. 24368, The Rea- 
Patterson Milling Co. et al. vs. Missouri Pacific et al.; I. and S. 
No. 4309, Grain Proportionals, Ohio River Crossings to South; 
I. and S. No. 4229, Grain Texas to Mississippi River (For 
Beyond), and fourth section applications Nos. 16151, 16253, 
16476, 16504, 16609, 16727, and 16999. 


Rate Reductions 


The findings of the Commission, it was said at the Com- 
mission, would result in a reduction of 11 cents a hundred 
pounds in the grain rates from the Pacific northwest to destina- 
tions in southern territory; a reduction of 7 cents from Okla- 
homa and southern Kansas; a reduction of 8 cents from Texas; 
a reduction of about 4 cents in the proportional rates from 
Gulf and south Atlantic ports on shipments brought to those 
ports by common carrier by water; reductions of 1 to 3 cents 
in the rates from parts of eastern trunk-line territory to south- 
ern Virginia, to Tennessee, the Carolinas, Georgia, Florida and 
Alabama, and a reduction of 4 cents in proportional rates from 
Memphis on shipments from all origins to points in south- 
eastern territory. 

The Commission recited that Part 7-A of No. 17000 was 
an inquiry instituted by it, by direction of the so-called Hoch- 
Smith resolution (U. S. Code, Title 49, Section 55), concerning 
the lawfulness of the rates, regulations, and practices affecting 
the transportation of grain and grain products within the south, 
and from central, western trunk-line, southwestern and Moun- 
tain-Pacific territory (but not from trunk-line territory) into the 
south. It said that in I. and S. No. 4208, subsequently referred 
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to as “the suspension proceeding,” a general revision of rates 
on grain and grain products within the south, and from south- 
eastern Missouri, southern Illinois, southern Indiana, southern 
Ohio and trunk-line territory into the south, had been sus- 
pended but later had been permitted to become effective (July 
13, 1936) on vacation of the Commission’s order of suspension, 
subject, however, to inquiry as to the lawfulness of the rates 
involved, under the original docket number. 


Southern Grain Situation 


Those most actively interested in the southern grain rates, 
the Commission said, had been dealers in and processors of 
grain and grain products, and their concern had been more 


with rate relations than with their general level. It added that, . 


‘no doubt because of this fact, a characteristic of the grain and 
grain-product rates within the south, until very recently, has 
been that they were in general on an any-quantity basis, that 
is to say, no distinction was made between rates on carloads 
and less-than-carloads.” Continuing, it said: 


As the south is not itself a grain-producing area of- consequence, 
the rates from other territories into the south have always been of 
much importance and very competitive in character. As is well known, 
the grain-rate structure of the country is a law unto itself and has 
peculiarities which have no parallels in the rates of other commodities. 
The chief of these is that in the western territory, where the largest 
production of grain exists, the rates for the most part ‘‘break’’ on the 
larger primary markets. That is to say, there are no through one- 
factor rates from the farms to points beyond these markets, but the 
through rates refiect combinations of local rates from the farms to 
“‘rate-break’’ markets, such as Kansas City or Minneapolis, plus pro- 
portional rates therefrom... 

The grain and grain-products rates from western trunk-line, south- 
western and central territories to the south have been, and now are, 
generally made by combination on the border gateways, located chietly 
on the Ohio and Mississippi rivers, but including the so-called Virginia 
cities. There are exceptions in the form of through one-factor rates 
from the trunk line subdivision (east of the so-called Buffalo-Pittsburgh 
line, including West Virginia but not including New England) of official 
territory to a large part of the south, and from southeastern Missouri, 
southern Illinois, southern Indiana, and southern Ohio into the south, 
the latter owing their origin to the fact that short-haul rates to the 
respective gateways plus the proportionals beyond would otherwise 
have been lower than the local rates from the gateways. The combin- 
ations from the grain origins to final destinations are usually of local 
and proportional rates. 

The gateways are natural breaking points between territories and 
carriers. The carriers leading from the grain fields to the gateways are 
in many, if not most, instances, different from those operating from 
the gateways, and are in keen competition with each other. ... Be- 
cause of competition for the through traffic, the two sets of carriers, 
by adjustment of the inbound and outbound rates, gradually built up an 
extensive and quite complicated system of equalized combinations 
through these gateways, which has existed for many years. . 


The Commission observed that in the revision made in the 
suspension proceeding, the local rates within the south, except 
in the Mississippi Valley, on both grain and flour, were placed 
uniformly on the tenth class basis for carload shipments, and 
5 cents higher on l.c.l. shipments. It said that prior to this 
revision the local rates generally applied also as proportional 
rates to southeastern territory, Carolina territory and Florida 
from the Ohio and Mississippi River gateways, Memphis and 
St. Louis on traffic from beyond, with certain exceptions. 


Local Rates Within South 


_ As to the local rate adjustment within the south, the Com- 
mission said: 

Compared with rates in western trunk-line and southwestern terri- 
tories, as well as in official territory, and also with certain of the rates 
in the Mississippi Valley and with various intrastate rates in the south, 
the local carload rates on grain and grain products established in the 
suspension revision are relatively high, although the same cannot be 
said in general of the less-than-carload rates. The historical reasons 
for this situation have already been suggested. This record shows, 
however, that the shippers and consignees of the south do not object 
to the level of the rates, and are apparently content that this tratftic 
shall bear a somewhat greater share of the general transportation bur- 
den than it does in the other territories. Nor do the southern shippers 
appear from the record to be concerned with the discrepancies between 
the rates established in the suspension revision and some of the rates 
in the Mississippi Valley. The interest of the shippers from other ter- 
ritories lies chiefly in the through rates to the south rather than in the 
local rates within the south. 

Finding No. 1. Upon the record we find that the local carload and 
less-than-carload rates for the transportation of grain and grain products 
in interstate or foreign commerce within the south, as hereinbefore 
defined, are not unlawful. 


The Commission’s second finding, on consideration of com- 
plaints of millers shipping into the south, including the com- 
plainants in No. 26435, was that a tariff provision of the south- 
ern railroads requiring carload shipments of grain products 
stored in transit at points on their lines to move outbound 
therefrom in lots of not less than 24,000 pounds, while permit- 
ting grain milled or products blended in transit at such points 
to move outbound in the form of grain products in lots of any 
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quantity, was unreasonable, unduly preferential of the shippers 
of grain products milled or blended at such points, and unduly 
prejudicial to the shippers of grain products stored at such 
points; and that such unlawfulness should be removed by mak. 
ing the lc.l. proportional rates from the river gateways ap. 
plicable on l.c.l. lots shipped from the storage as well as from 
the transit or blending points. 

There was no uniformity in the relation of the proportional 
and local rates, the Commissior said. Referring to part 7 of 
No. 17000, the western grain rate proceeding, as “the grain 
case,” the Commission said that in that case the proportional 
rates from the “rate-break’” markets in western trunk-line ter. 
ritory approximated the averages of the transit balances that 
would have existed beyond the markets if one-factor scale 
rates, on the general level of the rate-break combinations, had 
been published through the markets from the farms to ultimate 
destinations. It added that the proportional rates from the 
southern gateways would have been much lower than at present 
if they had been fixed in that way, using the same scale yard- 
stick for the through rates as in the grain case. It stated that 
the through rates.via various gateways were equalized to cer. 
tain parts of the south in different ways, and it discussed, in 
that connection, “shrinkage” proportional rates, It concluded 
that the proportional rates from Mississippi and Ohio River 
gateways, considered as parts of through rates from the terri- 
tories surrounding the south, were relatively high, more par- 
ticularly on carload traffic; higher, in some instances, than the 
revised southwestern scale. 


One-Factor Through Rates 
On the question of one-factor through rates, it said, in part: 


Upon this record . . there is, with one exception, no outright 
demand for one-factor rates, in preference to the rate-break combina- 
tions, and no evidence .in support thereof. . . . Most of the central and 
western shippers, and all of the southern receivers of grain and its 
products, are emphatic in the view that combinations on the gateways, 
with outbound components known to all, are much to be preferred to 
one-factor through rates, with their varying and hidden transit balances 
from the gateways. The record is overwhelmingly in favor of the rate 
break combinations on the gateways. . . . Our conclusion is that the 
record does not warrant elimination of the practice of making through 
rates from adjacent territories to the south by combinations on the 
border gateways, and the substitution therefor of one-factor through 
rates with transit. 


After observing that there were several sets of propor- 
tionals from Chicago to the Ohio River, for the south, that 
differed with origin and destination territory, and that there 
were also many through rates applicable via Chicago, with 
transit, to the Ohio River, which produced varying transit bal- 
ances beyond Chicago, the Commission stated its third finding, 
as follows: 


We find that the present method of making rates from other terri- 
tories into the south, by combinations of proportional rates beyond the 
river gateways with proportional or local rates to those gateways, is not 
unreasonable. We further find that on traffic to the south, the con- 
temporaneous use of both transit balances and proportional rates beyond 
Chicago is unlawful, and that, for the future, the situation should be 
corrected by canceling the present proportionals from Chicago to the 
Ohio River, for beyond into the south, and establishing in lieu thereof 
transit at Chicago, on one-factor rates to the Ohio River. 


Ex-Water Rates From Ports 


The Commission next dealt with the allegations in Nos. 
27418 and 27226 assailing the application of local rates on grain 
and its products moved from Gulf and south Atlantic ports to 
interior points in the south after having been received at those 
ports by water from north Pacific ports through the Panama 
Canal. In its discussion of these allegations, it said: 


The present adjustment . . . reflects a substantial widening of the 
advantage of these all-rail inland shippers over the ocean-rail shippers, 
which existed prior to the suspension revision as a result of reductions 
therein in the rates from the river gateways, but not from the ports, 
and in some instances an increase in the rates from the ports. .. . It 
therefore seems clear that, if flour from the Pacific northwest is to move 
to the south, through the Panama Canal and Gulf and south Atlantic 
ports, upon the peacetime resumption of commercial operations through 
the Panama Canal, in competition with flour moving over all-rail routes 
from competing inland areas, through Mississippi and Ohio River gate- 
ways, it must be accorded proportional rates, lower than the local rates, 
from the ports. . . . The record as a whole warrants a finding that 
proportional rates lower than applicable tenth class should be estab- 
lished from the southern ports on this traffic. . . 


After noting that the average relation of the proportional 
rates to the local rates to all county seats in the south was 
approximately 85 per cent; the Commission stated its “finding 
No. 4,” requiring the establishment of 85 per cent of the col- 
responding local rates as the basis for the proportional rates 
from the Gulf and south Atlantic ports on grain and grail 
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uppers products brought to those ports by water. It said the prescribed 
— rates should be applied under authority of appropriate tariff 
. he § provision for transit at the ports, and with transit at interior 
x ints. 
YS ap- In its discussion of rates on ex-barge grain from the river 
S ‘rom gateways, including the attack made by the New Orleans Joint 
’ Trafic Bureau in No. 27226 on application by the railroads of 
“cp local rates to ex-barge grain at New Orleans, the Commission 
> grain said 
rtional Evidence was submitted to the effect that with respect to grain 
ine ter- |} shipped by barge to Memphis, the shipper is not able to sell on a parity 
es that with grain arriving at Memphis by rail; that the shipper by water is 
r scale forced to sell at prices lower than the shipper by rail by the amount of 
; i the differential existing between the proportional and local rates beyond 
ns, had Memphis to southern destinations, and that the effect of this has been 
timate to limit the shipment of grain by water to Memphis almost entirely to 
om the § the amount which can be absorbed locally there. 
apm 4 Fifth Finding 
ed that The Commission thereafter stated its “finding No. 5,” re- 
to cer- § quiring establishment by the railroads of proportional rates 
ssed, in § equal tc the highest corresponding ex-rail proportionals, on 
ncluded § ex-barge grain to the south from St. Louis and Cairo and to 
o River § Carolina territory from Memphis and requiring establishment 
e terri- § of proportional rates on grain moved from Memphis to south- 
re par- B eastern and Mississippi Valley territories and from New Or- 
han the § leans to southern destinations, having a prior movement by 
water, made not to exceed 85 per cent of the contemporaneous 
local rail rates on carloads and 5 cents higher on less-than- 
carload shipments. 
in part: Several pages of the report dealt with the question of 
“equalization,” Memphis with St. Louis, and the Commission’s 
—_ discussion of this question concluded with the following find- 
ntral ana @ ing—‘“finding No. 6”: 
1 and its We find that the presently applicable proportional rates for the 
gateways, § transportation of grain and grain products . . . from Memphis to des- 
ferred to § tinations in southeastern territory are, and for the future will be, un- 
, balances § reasonable and unduly prejudicial to the extent that they exceed a 
the rate- § basis 11 cents lower than the rates contemporaneously applicable from 
that the § st. Louis to the same destinations, such rates to be applied from all 
z through origins, including origins in the southwest. We further find that the 
is on the § present equalization of rates and routes via Memphis, St. Louis and 
; through § Ohio river gateways, on traffic from, or basin on, Kansas City and re- 
lated lower Missouri River crossings, to destinations in southeastern 
territory shall be maintained by establishing on such traffic shrinkage 
propor- § proportionals from St. Louis 7 cents, from Evansville and Cairo 4 cents, 
ith, that § and from Louisville and Cincinnati 1 cent, higher, respectively, than 
at there § those herein found reasonable from Memphis. This finding contemplates 
go with application of these shrinkage proportionals also on traffic from the 
nait bal- South Platte region in Nebraska, moving through Omaha. 
| finding, Additional Findings 
— Other findings were set forth in the report as follows: 
yeyond the Finding No. 7. We find that the adjustment of rates from St. Louis 
ays, is not § to Mississippi Valley territory is unreasonable and unduly prejudicial 
, the con- § to the extent that it does not provide for shrinkage proportional rates, 
tes beyond § 4cents less than the normal proportional rates between the same points, 
should be from St. Louis to all points in that territory, including the lower Miss- 
ago to the § issippi River gateways (Memphis, Vicksburg, Natchez and New Orleans) 
ieu thereof § as well as the interior points therein, for application on shipments 
from Kansas City and origins beyond basing thereon, including points 
in the South Platte region. 
Finding No. 8. Except as elsewhere provided herein, we find that 
the allegations of this complaint (No. 23360, assailing certain grain 
; in Nos. § tates based on combinations of local rates to and from New Orleans) 
on grain have not been sustained. 
: ports to : Finding No. 9 (dealing with protest of Minneapolis Traffic Associa- 
1 at those tion in I, and S. 4309). We find that the present descriptions of shrink- 
: ma age and non-shrinkage territories are unreasonable and unduly preju- 
» Pana dicial to the extent they do not conform to the revised descriptions (set 
forth in the report as follows: ‘‘The record affords no justification for 
Inluding any portion of Illinois, Wisconsin, Minnesota, North Dakota 
xing of the J and South Dakota in non-shrinkage territory. These states should be 
il — put into shrinkage territory, and the carriers to and from St. Louis 
- reduction 





> ey River crossings should readjust their rates to bring this 
ee 


Finding No. 10 (dealing with complaint of Merchants’ Exchange 
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of St. Louis about lack of equalization of St. Louis with Indiana transit 
ith Atlantic boints and Ohio River gateways on Indiana grain to the Mississippi 
yns through § Valley and southeastern territory). We find that it has not been shown 
-rail routes that the rates on grain and grain products, of which the St. Louis in- 
River gate- lerests here complain . . . are unreasonable or otherwise unlawful. 
local rates, Finding No. 11. We find that it has not been shown that the pro- 
inding that portional rates on grain and grain products from Louisville to south- 
A be estab- fastern territory, applicable on grain or grain products originating in 
Indiana, are unreasonable or otherwise unlawful. 
Finding No. 12. We find that the rate of 32 cents from the Enid 
‘ onal group in Oklahoma, as hereinbefore described, to Memphis, in its ap- 
oportiona § plication to shipments destined beyond in southeastern and Mississippi 
south was § Valley territories, as also hereinbefore described, is, and for the future 
ts “finding § Vill be, unreasonable and unduly prejudicial to the extent it exceeds, 
xf the cor- 7 will exceed, 29 cents; and that the rates from other Oklahoma groups 
ional rates a Memphis, for similar application, are, and for the future will be, 
and grain Nreasonable and unduly prejudicial to the extent they exceed rates 





made in the present relation of those groups to the rate herein found 
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reasonable from the Enid group. We further find that the rates from 
origins in Kansas on and south of the main line of the Union Pacific 
Railroad westerly from Kansas City through Topeka, Salina, and Oakley 
to the Colorado-Kansas State line to Memphis, in their application to 
shipments destined beyond in the south, as hereinbefore described, are, 
and for the future will be, unreasonable and unduly prejudicial to the 
extent they exceed, or will exceed, rates 3 cents lower than those now 
in effect. We also find that all of these rates from Oklahoma and south- 
ern Kansas shall be published to Memphis, restricted to apply on ship- 
ments destined beyond to points in the south, in a sectional-plan tariff, 
as fully described elsewhere herein. 

Finding No. 13. We find that the proportional rate of 30 cents, 
applicable on carload shipments of grain and grain products in inter- 
state or foreign commerce from origins in the present Enid group to 
Memphis, destined to points in Carolina territory is, and for the future 
will be, unreasonable and unduly prejudicial to the extent it exceeds 
29 cents. We further find that the rates from other Oklahoma groups 
to Memphis, on shipments destined to Carolina territory, are, and for 
the future will be, unreasonable to the extent they do not bear the 
same relation to the prescribed 29-cent rate as they bear to the present 
rate. These rates should be published in a sectional-plan tariff. We 
further find that the normal proportional rates from Memphis to Caro- 
lina territory, in their application to shipments from Oklahoma, are 
not unreasonable or unduly prejudicial. 

Finding No. 14. We find that the proportional rates from Memphis, 
applicable to the transportation of grain and grain products in carloads 
in interstate or foreign commerce, for the future, will be unreasonable 
to the extent that they exceed rates of 8 cents to Jackson, 17 cents to 
Hopkinsville and Nashville, 18 cents to Henderson, 20 cents to Louis- 
ville, 24 cents to Cincinnati and Frankfort, 28 cents to Ashland, and 29 
cents to Richmond, Roanoke, and Norfolk. 

We further find that the assailed proportional rate of 24.5 cents from 
St. Louis to Frankfort will be unreasonable for the future to the extent 
that it exceeds 20 cents. j 

Finding No. 15. We find that the rates for the transportation of 
grain and grain products in interstate commerce from Oklahoma to 
destinations in Arkansas are not unreasonable. 

Finding No. 16. We find that the rates for the transportation of 
grain and grain products in interstate commerce from Oklahoma to 
Vicksburg and Natchez are not unreasonable. 

Finding No. 17. We find that rates for the transportation of grain 
and grain products in interstate commerce from Oklahoma to Louisiana 
groups 1, 2, and 3 are not unreasonable. The question of inclusion of 
Louisiana group 4 in Louisiana group 3 is discussed hereinafter, in con- 
nection with the complaint of New Orleans. 

Finding No. 18. We find that rates for the transportation of grain 
and grain products in interstate commerce from points in southwestern 
Missouri to Memphis, Vicksburg, Natchez, and destinations in Arkansas 
and Louisiana are not unreasonable. 

Finding No. 19. We find that it is not, and for the future will not 
be, unreasonable to restrict the application of proportional rates from 
Kansas City to destinations in Louisiana and Texas to shipments on 
which the inbound rates are 14 cents or higher. 

Finding No. 20. We find that rates for the transportation of grain 
and grain products, in interstate commerce, to New Orleans and other 
destinations in Louisiana group 4, from St. Louis and Kansas City, and 
origins basing thereon, and from Oklahoma and Texas, are not in excess 
of a maximum reasonable level, and that they are not unduly preju- 
dicial to New:Orleans and such other destinations. 

Finding No. 21. We find that, for the transportation of grain and 
grain products in interstate and foreign commerce, in carloads, from 
existing origin groups in Texas present rates are not unreasonable, or 
otherwise unlawful, to Arkansas, Louisiana west of the Mississippi 
River, and, for local application, to Louisiana group 4, including New 
Orleans; but that said rates are, and for the future will be, unreason- 
able to Memphis, Vicksburg, and New Orleans, as components of through 
rates on shipments destined beyond to the south, to the extent they 
exceed 4 cents less than the contemporaneous local rates between the 
same points; and, to Natchez, now higher than to Vicksburg, to the 
extent they exceed the prescribed rates to Vicksburg. We also find 
that the prescribed rates to all of these destinations shall be subject to 
observance of rates herein prescribed from directly intermediate border 
points in Oklahoma as minima. 


We further find that, for the transportation of grain and grain 
products in interstate and foreign commerce, in carloads, from Vicks- 
burg, Natchez and New Orleans to the south, when brought to said 
gateways by rail from all origins and whether or not milled or pro- 
cessed thereat, present rates are, and for the future will be, unreason- 
able to the extent they exceed rates, with transit, made 85 percent of 
the contemporaneous local rates applicable to similar tratftic between 
the same points; except that, to southeastern and Carolina territories, 
the rates shall be the same from Vicksburg as from Memphis, and that 
the equalization of the rates through Natchez and New Orleans with the 
rates through Vicksburg and Memphis, to the extent it now exists in 
a sectional-plan tariff, shall not be disturbed. We further find that 
rates for the transportation of grain and grain products in less-than- 
carloads are, and for the future will be, unreasonable to the extent they 
are not uniformly 5 cents higher than the carload rates from the gate- 
ways to the same destinations. 

We further find that the rates herein prescribed to and from the 
gateways named shall be published in a sectional-plan tariff, showing 
separately the components to and from the gateways. 

These findings will dispose of the issues in Investigation and Sus- 
pension Docket No. 4229, and the suspension order in that proceeding 
will accordingly be vacated. : 

Finding No. 22. We find that rates for the transportation of grain 
and grain products in interstate commerce, in carloads, from origins 
in Maryland, southern Pennsylvania, southern New York, New Jersey, 
Delaware, the District of Columbia, Virginia, and northern West Vir- 
ginia to destinations in southern Virginia, Tennessee, the Carolinas, 
Georgia, Florida, and Alabama are, and for the future will be unreas- 
onable and unduly prejudicial to the extent they exceed the contem- 
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poraneous tenth-class rates, 
between the same points. 

Finding No. 23. We find that the rates for the transportation of 
grain and grain products in interstate commerce from the Sikeston 
group to Mississippi Valley territory have not been shown to be unrea- 
sonable or otherwise unlawful. 

We further find that to southeastern and Carolina territories the 
rates for the transportation of grain and grain products in interstate 
commerce from the proposed Sikeston group, east of the Oran-Sikeston- 
Lilbourn line as above described, are unreasonable and unduly preju- 
dicial to Sikeston and shippers therefrom to the extent they exceed the 
present local rates from Cairo by more than 2 cents. This finding is not 
to be construed as warranting an increase in present rates lower than 
that basis. The grouping attacked by Memphis is one of long standing 
and should be disturbed only upon a comprehensive showing of neces- 
sity and justification therefor. It has not been shown that the conditions 
which resulted in the present relation of the southern Illinois and 
Evansville groups are substantially similar to those affecting the adjust- 
ment under consideration. We find that the present Sikeston grouping, 
except as above found, is not unreasonable or otherwise unlawful. 

Finding No. 24. We find that the present rates for the transporta- 
tion of grain and grain products in interstate. commerce to southeastern 
and Carolina territories from origin areas in southwestern Indiana and 
southeastern Illinois have not been shown to be unreasonable or other- 
wise unlawful. : 

Finding No. 25. We find that it has not been shown that rates for 
the transportation of grain and grain products in interstate commerce 
from Freeburg and Red Bud to southeastern and Carolina territories 
are unreasonable or otherwise unlawful. 

Finding No. 26. We find that, on shipments of grain and grain 
products from St. Louis and beyond to southern Virginia and the Caro- 
linas, routed through Toledo, O., and the Virginia Cities, the rates 
charged for that part of the transportation which occurs beyond the 
Virginia Cities are not shown to be unreasonable, except to the extent 
they exceed 85 per cent of the local rates between the same points. 

Finding No. 27. We find that the charging of higher rates on rolled 
oats, oatmeal, farina, and semolina than on flour and grits within and 
into the south is unreasonable and unduly prejudicial. This finding is 
based on conditions obtaining within the south, and is not to be taken 
as a general finding in respect of an appropriate grain-products list, for 
universal application. 


governed by the southern classification, 


Rate Relation from West 


The Commission’s “finding No. 28” dealt with the relation 
of rates from the north Pacific coast and California groups 
and from Montana to Atlanta. It said the present combina- 
tion of 73 cents from the north-coast group to Memphis (55 
cents to Kansas City and 18 cents beyond) applied both on 
continuous shipments and on shipments transited at Kansas 
City, and conformed to the findings in “the grain case.” 

It said the rate-break combination on Kansas City from 
the California group to Memphis was the same as that from 
the north-coast group, but that the transcontinental ‘carriers 
maintained from the California group to Memphis a one-factor 
through rate, 8 cents less than that combination, on shipments 
transited at Kansas City. The latter rate, the Commission said, 
was a violation of the findings in the Grain Case. It added: 


We shall expect the carriers to make this rate conform to those 
findings, by increasing it to the basis of the combination on Kansas 
City, the same as applied from the north-coast group. We further con- 
clude that the rate of 88 cents, above prescribed to Atlanta from the 
north-coast group, should also be established from the California group, 
and that the rates to other points in the south, from the California 
group, should be made in reasonable relation to the rate to Atlanta. 

Finding No. 28. We find that the present adjustments of rates from 
the north-coast and California groups, and from Montana to Atlanta, as 
typical of the south, are, and for the future will be, unlawful to the 
extent that they do not conform to the conclusions above set forth. 


Fourth Section Relief 


The Commission said the carriers offered no testimony 
dealing specifically with the fourth-section situation, and that 
they asked that the Commission in its order in this proceeding 
grant such temporary relief as might be necessary to permit 
the approved or prescribed rates to be maintained until the 
applications for permanent relief might be passed on in due 
course, on evidence to be adduced in appropriate proceedings. 

“The carriers may file application for such relief as may 
be found necessary,” the Commission said. “Consideration will 
then be given to the question of orders granting temporary 
relief, pending final action.” 


Commissioners’ Views 


After referring to representations made by the Price Ad- 
ministrator in opposition to Examiner Weaver’s proposed re- 
port, the Commission said that its findings did not contemplate 
any material change in the form of the rate structure to the 
south and would, moreover, have the effect of reducing, rather 
than increasing, the general level of those rates, wherefore 
they would not be in conflict with government price control 
policies. 

Commissioner Porter concurred, except in the required re- 
ductions in rates from Oklahoma, Texas and southern Kansas 
to Mississippi River crossings on traffic to the south. 















































TRAFFIC WORLD) APE 
Commissioner Mahaffie, concurring in part, said he favoreg T 
retention of the rate-break principle in making of grain rate; §°om™™ 
but did not concur in all of the findings as made. He said hem betw° 
thought the Commission was permitting the rates locally jn— 99 P® 
the south to remain on a higher level than was reasonable by ra 
adding that those local rates (excluding the Mississippi Valley) “8°? 
averaged about 105 per cent of the revised southwestern scalp PaCl!! 
while many of the approved rates from without the south were Ver | 
as low as 80 per cent of the same scale. would 
Commissioner Splawn, concurring, said he regarded them n°o™ 
establishment of ex-rail proportional rates from the Mississipp Ur 
River gateways south of Memphis as “a step forward,” but that, reno - 
while the report also prescribed ex-barge proportionals from but th 
those gateways, a proper record treating more fully with that them : 
matter might lead to a very different adjustment from “the interc! 
one here worked out.” aan 

Commissioner Patterson, concurring in part, disagreed with 

the use of rail proportionals on all-rail traffic as the measure 
of the rail proportionals on barge-rail traffic. I 
Commissioner Miller, dissenting in part, raised question F 
as to jurisdiction of the Commission over transportation of grainfe POS¢° 
performed by the barge lines, and suggested that additional oe 
legislation was necessary to give the Commission such juris. Truc! 
diction. the r: 
condi 
in Ol 
e e4°e , e i 
“Unlimiting” R. R. Truck Rights [*" 

Intercession of “a governmental agency” has resulted in 
the removal by the Commission, until its further order, of T 
restrictions heretofore imposed by it on service to be rendereif Nr. , 
by the Pacific Motor Trucking Co., of San Francisco, Calif, jendc 
wholly-owned subsidiary of the Southern Pacific Co., under of an 
rights purchased by that motor carrier from Valley Motor§ the p 
Lines, Inc. The lifting of the restrictions—those ordinarily im-§ the p 
posed on railroad-owned motor carriers so as to make theirf &!St! 
service supplementary or auxiliary to that of the parent rail-§ >? 
road—was authorized in a report by the Commission, division 4B press 
on further hearing in MC F-2073, Southern Pacific Co.—Control:¥ futur 
Pacific Motor Trucking Co.—Purchase—Valley Motor Lines, Inc.f the < 






Commissioner Miller dissented. 

The Commission said that in the prior report, 39 M. C. C. 
441, it conditionally approved and authorized the purchase, for 
$7,500 by Pacific Motor Trucking of that part of the general- 
commodity regular-route operating authority of Valley Motor 
Lines, Inc., of Fresno, Calif., extending between Reno and 
Hawthorne, Nev., via specified intermediate points, and that 
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restrictions imposed included a provision that the service of _ 
Pacific Motor Trucking on the route acquired be limited to not 
service auxiliary or supplemental to that of the railroad and ar 
that shipments handled over the segment of the considered with 
route between Reno and Fernley be limited to “those which, a 
in addition to the movement by vendee, receive an immediately ‘ae 
prior or immediately subsequent movement by rail.” plai 
Interchange Agreement 

Under the agreement between Pacific Motor Trucking and the 
Valley, the Commission said, provision was made for inter- Uni 
change with Pacific Motor Trucking at Reno of all traffic han- = 
dled by Valley destined to Hawthorne and points intermediate a 





to Reno and Hawthorne, and for preferential solicitation by 
Valley for Pacific Motor Trucking of traffic originating at 


all such points which Valley might transport from Reno to 
points in California. 
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ent 










“The modification requested by applicants of the conditions > 
to the authority granted in the prior report,” the Commission } py; 
said, “is motivated by the objection of a governmental agency, § the 
herein called the agency, to any diminution or curtailment of J Jea, 
existing all-motor carrier through service between Hawthorne } yjg; 
and San Francisco Bay ports, and vendor’s unwillingness t0 } dey 
consummate the purchase if it is to be precluded from inteI- } of 
changing with vendee at Reno traffic transported over its re- } ter 
tained routes, which would be the case if the restrictions pre- } the 
viously referred to . . . are imposed. At the further hearing, | the 
a representative of the agency testified that there is a constant ple 
flow of supplies daily between Hawthorne and San Francisco § ha 
Bay ports and, while it is not interested in the ownership of qu 
the operations, it is extremely vital in the present national f W 
emergency that all motor-carrier service such as that now rel: § set 
dered by vendor, at through rates and without transfer Oo § re 
rehandling of lading, be maintained between Hawthorne and 
those ports. Vendor's position is predicated on its desire 10 f tp, 
participate, after the unification, in joint rates with vendee 10 f yp 
order to preserve to its numerous shippers in California through § py; 
motor carrier rates to and from the Nevada points on the con- § m, 
sidered route. Representatives of two such shippers testified } yg 
at the further hearing as to the need for continuance of such § gh 





through service and through rates.” 
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The Commission said that Valley was the only motor 
common carrier authorized to perform direct single-line service 
petween Hawthorne and San Francisco Bay ports; that at least 
99 per cent of “the ‘agency’s” principal class of freight moved 
py rail, and that the remainder, designated as “extremely 
urgent” shipments, moved by truck. It cited contentions of 
Pacific Motor Trucking that its estimated annual net income 
over the considered route under the restrictions here contested 
would be $6,814, and that, with the restrictions removed, the 
income would be $15,887, and added: 


Under the proposed transaction, operating rights east and west of 
Reno would be separately owned by vendee and vendor, respectively, 
put through service would be provided under an arrangement between 
them for through operation of trailers from origin to destination with 
interchange of tractors at Reno. Such service would not be materially 
less efficient or expeditious than vendor’s present single-line through 
service. 






















Future Restrictions Hinted 







It authorized removal of the restrictions previously im- 
posed, On condition that, on consummation of the considered 
transaction, the present operating authority of Pacific Motor 
Trucking between Reno and Hawthorne be canceled “and that 
the rights acquired from vendor shall be subject to such specific 
conditions as we, in the future, may find it necessary to impose 
in order to restrict vendee’s operations to service which is 
auxiliary to, or supplementary of, rail service.” 


Commissioner Miller, in his dissenting expression, said: 












The record on further hearing clearly indicates the great import- 
ance of a continuation of vendor’s service to the government agency 
referred to in the report. Notwithstanding the expressed intention of 
vendee and vendor to participate in through all-truck service by means 
of an interchange of tractors at Reno, it is obvious from the record that 
the present service is better than that proposed, and that, therefore, 
the proposed service would not be in the public interest. By removing 
existing restrictions the approved service will in no wise be auxiliary 
to, or supplemental of, the railroad service, and im my view is at var- 
iance with the national transportation policy as expressed by the Con- 
gress in the act to regulate commerce. The reserved power to impose 
future restrictions so to limit the service is quite inconsistent with 
the affirmative finding that the service should not be limited. ‘The 
carriers here involved should be left in status quo by denial of the 
application. 


















Truck Service Cessation Cases 


In a report in MC C-395, On-Time Transfer Co. et al. vs. 
Oliver L. Buckingham et al., the Commission, division 5, has 
found not warranted the entry of an order requiring the Buck- 
ingham Transportation Co., of Rapid City, S. D., to comply with 
all terms and conditions in certain certificates held by them and 
with the provisions of section 216(b) of the act, by which motor 
common carriers of property are required to provide adequate 


se gala service and facilities, and has dismissed the com- 
plaint. 


The Commission said that the complainants, in addition to 
the On-Time Transfer Co., were the Red Ball Transfer Co., 
Union Transfer Co. and Watson Bros. Transportation Co., Inc., 
and that they alleged, among other things, that the defendants, 
Oliver L., Glen O., Harold D. and Earl F. Buckingham, dba 
Buckingham Transportation Co., had willfully failed and re- 
fused to comply with (a) the terms and conditions of the orders 
entered in December, 1942, in MC F-1929, Oliver L. Buckingham 
et al—Purchase—Ralph H. Woods, ‘and in October, 1943, in 
MC F-2143, Oliver L. Buckingham et al.—Lease—Jacob W. 
Wiederspan, (b) the terms and conditions in the certificates of 
public convenience and necessity in MC 1063 and MC 20754, 
the former having been purchased and the latter having been 
leased by the Buckinghams, and (c) the requirements and pro- 
visions of part II of the act; and that defendant Ester B. Wie- 
derspan, administratrix of the estate of Jacob W. Wiederspan, 
of Lincoln, Neb., had willfully failed to comply with (a) the 
terms and conditions of the order entered in MC F-2143, (b) 
the terms and conditions in the certificate in MC 20754, and (c) 
the requirements and provisions of part II of the act. Com- 
Plainants contended, the Commission said, that the Bucking- 
hams had failed to maintain reasonably continuous and ade- 
quate service to the public under the certificate acquired from 
Woods and that the order authorizing the purchase should be 
es — or the certificate acquired from Woods should be 
evoked. 

The complainants contended further, the Commission said, 
that the Buckinghams had abandoned and ceased operations 
under the lease of Wiederspan’s certificate prior to the Com- 
Mission’s order of October 6, 1943, approving the lease agree- 
ment, that thereby the lease agreement had been rendered in- 
valid. that the Commission’s order approving the agreement 
shou!:i be vacated, and that the certificate issued to Wiederspan 
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in MC 20754 should be revoked for willful failure of Wiederspan 
to comply with its terms and conditions. 

In discussion of these contentions, the Commission said 
that willful failure of the holder of a certificate to comply with 
its terms and conditions and with the provisions of section 
216(b) was not a bar to approval of the transfer of such cer- 
tificate. It said the orders in MC F-1929 and MC F-2143 should 
not be vacated in the absence of a showing of fraud, misrepre- 
sentation or concealment of facts at the time the orders were 
entered, and that no fraud, misrepresentation or concealment 
of facts was here alleged. 

The defendants, said the Commission, had stated that they 
had applied to the Office of Defense Transportation to obtain 
equipment, tires and a Certificate of War Necessity to resume 
operations between Omaha and Denver and Lincoln and Chi- 
cago, but had been definitely informed by the O. D. T. that they 
would not be allowed to resume operations. The Commission 
noted that the defendants, on November 3, 1943, had filed an 
application for suspension of the certificates here in controversy. 
It noted that the O. D. T. had taken over the operations of the 
defendants, and added: 


Because of the shortage of equipment and tires, due 10 the war, and 
of the refusal of the O. D. T. to issue a Certificate of War Necessity to 
defendants it is not possible for them to resume the considerea opera- 
tions. We were satisfied that the suspension of these operations was 
in the public interest and, under the provisions of section 204(f) of 
the act, we accordingly authorized defendants to suspend such opera- 
tions for such period of time as the conditions making such suspension 
necessary remain beyond the control of defendants, but not later than 
December 31, 1945, or such earlier time as we may by order hereafter 
designate. . . . We would not, under the circumstances, be warranted 
in entering an order requiring defendants to resume operations. The 
complaint will, therefore, be dismissed without prejudice to the filing 
of an appropriate petition for reopening in the event of failure of 
defendants to resume operations after the expiration of the period of 
authorized suspension of their operations. Our action in this proceed- 
ing has been largely influenced by present conditions which are the 
direct result of the war. It should not be understood that we look 
with approval upon the discontinuance by motor carriers of any part 
of their authorized service in the absence of authority from us to sus- 
pend such service. 


Sale of Howard Hall Co. Rights 


By a report and order in MC F-2269, J. R. Oden et al.— 
Control; Malone Freight Lines, Inc.—Purchase—Howard Hall 
Co., Inc., the Commission, division 4, has authorized purchase 
by Malone Freight Lines, Inc., of Birmingham, Ala., of certain 
operating rights and property of Howard Hall Co., Inc., also of 
Birmingham, “for a consideration contingent, in part, upon the 
territorial extent of the operating rights ultimately granted 
under vendor’s ‘grandfather’ application, but not less than 
$125,000.” 

In the same report and order, the Commission approved 
the acquisition of control of the Howard Hall Co. operating 
rights and property here considered, through the purchase, by 
J. R. Oden, R. J. Fadool, Robert R. Jones, Huston L. LaClair, 
J. M. G. Parker, A. C. Ramsay, Jr., and Priscilla Y. Sours, 
owners, as a group, of more than two-thirds of the stock of 
Malone Freight Lines, but dismissed the application of Howard 
Hall, president and owner of all the capital stock of the ven- 
dor, for authority to join with the other applicants in acquiring 
control of the considered operating rights. The Commission 
said that a part of the consideration involved in the transaction 
was the issuance of 250 shares of stock of Malone Freight 
Lines (each of $100 par value) to the Howard Hall Co., Inc.; 
that this would be, in effect, issuance of stock to Howard Hall; 
that such holding would amount to only about 14 per cent of 
the outstanding stock of Malone Freight Lines, and that the 
holding of this 14 per cent would not, in and of itself, effectuate 
control or management of vendee and vendor in a common 
interest within the meaning of section 5(4). It said the re- 


quested “control” authority would be granted to the other 
individuals. 


_“Vendor’s president,” said the Commission, “has another 
business not connected with transportation which demands a 
portion of his time and, because of this and the loss of per- 
sonnel needed to conduct vendor’s operations, he finds it desir- 
able to retrench his activities to the extent of retaining only 
about 23 per cent of the vendor’s motor carrier business. Ven- 
dee anticipates that, if the major portion of vendor’s fleet of 
equipment is combined with its own fleet of 135 trucks, trac- 
tors and semi-trailers, a more efficient use of vehicles would 
result than is possible under separate ownership. Equipment 
suitable for long-haul operations would be segregated from 
lighter equipment more suitable for short runs, thus reducing 
transportation expense, and sufficient vehicles would be avail- 
able for increased service to the public. Vendee has a large 
terminal with ample maintenance and repair facilities, and 
would be able materially to reduce maintenance and garage 
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expenses. The major portion of vendee’s regular routes in Ala- 
bama lies within the Birmingham base territory of vendor’s 
irregular routes and under the proposed unification a more 
flexible and economical operation should result.” 


Cc. P. R. Co. Terminal Services 


Line-haul rates of the respondent railroads were found by 
the Commission not to include services beyond the interchange 
tracks at the plant of the Corn Products Refining Co., at Argo, 
Ill., in its seventy-fourth supplemental report and order, by 
Commissioner Patterson, effective June 1, in Corn Products 
Refining Co., Ex Parte 104, Practices of Carriers Affecting Oper- 
ating Revenues or Expenses, Part II, Terminal Services. The 
Commission also found that the railroads’ performance of serv- 
ices beyond the interchange tracks without compensation in 
addition to the line-haul rates were in violation of section 6(7) 
of the interstate commerce act. Commissioner Miller noted a 
concurring opinion, Commissioner Mahaffie a dissent, and Com- 
missioners Aitchison and Alldredge did not participate in dis- 
position of the proceeding. 

The company’s plant at Argo, said the Commission, was 
within the Chicago switching district and it was entitled to have 
cars moved directly to and removed from a reasonably con- 
venient place at its plant site at the line-haul rates. This did 
not necessarily mean the points where the industry loaded or 
unloaded freight, continued the Commission, adding that, in 
determining what was a reasonably convenient place for de- 
livery or the point at which the convenience of the industry 
began and the carrier’s service ended, or vice versa, a line 
of demarcation must be drawn between industrial switching 
in a plant and services included in transportation at line-haul 
rates. Continuing, the Commission said: 


We find that the interstate line-haul rates of respondents cover the 
delivery and receipt of carload shipments at reasonably convenient 
points; that the plant yard . . . constitutes such a reasonable point for 
the delivery and receipt of cars by the Belt Railway Co. of Chicago and 
the Alton Railroad Co.; that the Indiana Harbor Belt Railroad Com- 
pany’s yard adjacent to the plant or the main tracks within the plant 
taking off of its lead track from that yard, whichever the parties may 
agree on, constitutes such reasonable point for the delivery and receipt 
of cars by the Indiana Harbor; and that the transportation services 
which it is the duty of respondents to perform for the Corn Products 
Refining Co. under the line-haul rates begin and end at those tracks. 

We further find that the performance by respondents, without 
charge in addition to the line-haul rates and charges, of services be- 
tween the tracks described . . . and points of loading and unloading 
within the plant of the Corn Products Refining Co. results in the re- 
funding or remitting of a portion of the rates and charges collected or 
received as compensation for the transportation of property in violation 
of section 6(7) of the act. 


Tracks within the plant, recited the Commission, connected 
directly with those of the Chicago Belt, Indiana Harbor, and 
the Alton, and traffic for the B. & O. Chicago Terminal rail- 
road was handled by the Alton. The other trunk-line rail 
carriers entering Chicago absorbed the switching charges of 
one of the three named carriers that reached the plant with 
their own tracks, said the Commission. 

From August, 1942, to July, 1943, inclusive, said the Com- 
mission, the railroads serving the plant handled inbound 30,029 
loaded and 18,521 empty cars and outbound 29,361 loaded and 
19,255 empty cars or a total of 59,390 loaded cars and 37,776 
empty cars. It was convincing, said the Commission, that the 
manner in which traffic was handled precluded the placement 
of cars and the movement of outbound cars by the three car- 
riers reaching the plant individually or by the Chicago Belt 
acting for all of them at their or its convenience in uninter- 
rupted switch movements. Continuing, the Commission said: 


There is considerable discussion in the record and in brief by 
counsel for the industry as to the relevancy of the movement of the 
empty tank cars in the plant to the carriers’ obligations under the line- 
haul rates. The industry furnishes the tank cars and is paid by the 
carrier for their use. In the absence of evidence to the contrary it must 
be assumed that such compensation relieves the carrier from the obli- 
gation to furnish suitable equipment and includes all conditioning of 
the cars including cleaning. The industry is responsible for the pres- 
ence of the Crystal Car Line Express’ yards and shops within its plant 
and, therefore, for interference caused by the movement of the tank 
cars of that company in and about the plant. 

The evidence is convincing that the placement of inbound cars and 
the movement of outbound cars are so intermingled with intraplant 
switching and so integrated into the operative methods of the industry 
under present practices that the interstate and intraplant movements 
are inseparable; and that not only is the Chicago Belt prevented from 
switching the inbound and outbound cars at its convenience in single 
movements without interruptions and interferences but that it has no 
discretion as to when or how those services are performed. For all 
practical purposes the industry has complete control over the engines 
while they are in the plant to the same extent as if it owned them. 
This is in accordance with an agreement between the Chicago Belt, 


. would be beyond the scope of the legal obligations assumed 
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Indiana Harbor, Alton and Baltimore and Ohio Chicago Terniina), 
Counsel for the industry argues that the industry is not a party to that 
contract but the evidence is conclusive that the industry has elected ty 
and does exercise sole and exclusive control over all switching withiy 
the plant and it strongly indicates that no other method of ope ‘ating 
would meet the industry’s needs and convenience. 

The industry pays a switching charge for some of the intraplant 
movements. Such payments do not relieve it of responsibility for inte). 
ruptions and interferences to other switching caused by the intrzplant 
switching. The fact that a carrier undertakes to perform for compens,. 
tion a service beyond its common carrier obligations does not enlarge 
its duties under the line-haul rates or transform interruptions an 
interferences caused by such accommodation services into ‘‘railroad ip. 
terferences’’ or ‘‘railroad operating delays’’ as contended by the 
industry. 












The Commission concluded that even if the Chicago Belt 
were the only carrier reaching the plant the services rendered 







under the line-haul rates, but there was, it said, a further 
issue involved. In Kingman & Co. Terminal Services, 25 










pooled switching operation but it was there indicated that 
while it was impracticable and undesirable for each of the 
carriers serving the plant to perform its own switching, it 
would be possible for them to serve the plant by pooling oper. 
ations and coordinating them to the plant’s operations. It 
said that the fact that carriers had pooled services did not 
create an obligation that did not previously exist, and that 
if they could not individually serve the plant, because 0 
interference by one carrier’s engine with another, there wa; 
no obligation on them to do so under a pooling arrangement, 

The actual switching operations at Corn Products proved 
that it was impracticable, if not impossible, for each of the 
carriers serving the industry to perform its own switching 
interference and at its convenience, said the Commission. It 
said this was confirmed by John W. Bingham, the company’s 
traffic manager, who expressed the opinion that they could not 
do so, adding that there was a legend that they had tried it 
at one time and that such chaos was never seen before in the 
Chicago switching district. 


Sa 





Missouri Pacifie Construction 


The Cotton Belt and the Rock Island had already provided 
transportation facilities to the Navy Department ordnance plant 
proposed to be served by the Missouri Pacific, and in the absence 
of information as to what this ordnance plant would produce, 
where the manufactured products would go, or which routes 
would be preferred by the Navy Department, it appeared that 
the transportation needs of the plant could be served adequately 
through the existing connections, the Commission, division 4, 
said in a report in Finance No. 14760, Missouri Pacific Railroad 
Co. Trustee Proposed Construction, in which it denied an appli- 
cation of the Missouri Pacific trustee (Guy A. Thompson) for 
authority to construct a line about five miles long from a con- 
nection with the Missouri Pacific track 1.1 miles south of its 
station at Camden, Ark., to the boundary line of the naval ord- 
nance plant site in Ouachita County, Ark. 

The Commission said that the main line of the Cotton Belt 
(St. Louis Southwestern) entered Camden over a steel bridge 
over the Ouachita River; that Camden was about three miles 
from the ordnance plant site, and that the Rock Island .also 
reached Camden through trackage rights over the Cotton Belt’s 
bridge and over a three-mile section of the Cotton Belt’s line 
northeast from the bridge. It said that Navy Department off- 
cers had conferred with Cotton’ Belt officers about rail transport 
requirements of the plant; that, on insistence of the Navy De- 
partment that the Rock Island also serve the ordnance plant, 
the Cotton Belt had consented to cooperate in that respect; 
that the Rock Island acquired trackage rights on the Cotton 
Belt’s so-called “gravel spur’ 1.5 miles southeast from Camden, 
and from that point built a line to a connection with the govern- 
ment’s tracks within the reservation, approximately 2.2 miles, 
which line was completed last January at a cost of about $165. 
000, and over which both the Rock Island and the Cotton Belt 
now were transporting “considerable traffic.” 

No application had been filed with it for authority covel- 
ing the trackage rights or construction as to which the Cotton 
Belt and the Rock Island were parties, the Commission stated. 
It noted that the Cotton Belt trustee (Berryman Henwood) 
opposed the Missouri Pacific application. 

It said the Missouri Pacific estimated the cost of the com 
struction proposed by it at $355,000. In its conclusions, the Com: 
mission stated: 


In view of the location of its system lines, there can be no doubt 
that the applicant could serve the plant to the same advantage as the 
Cotton Belt or the Rock Island but the question to be determined men 
req 
It is true that the 


is whether the rail transportation needs of the plant actually 
the additional service proposed by the applicant, 
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Terniinal, § Navy Department invited the applicant to serve the plant, but since 

‘ty to that that time it has remained silent with respect to the applicant’s proposal 

elected tof and has taken no part in this proceeding or made any representations 

ing Within in connection therewith. It would therefore seem that the Navy Depart- 

operating ment is not interested in the service proffered by the applicant... . 
Under the circumstances, we are of the opinion that...the large 

intraplan[ expenditure necessary to defray the cost of constructing the proposed 

for inte. extension is unwarranted. 

intraplant 

com) ensa- 

“ae Rule 10 Held Reasonable 

ailroad in. 





In a report in No. 28989, Illinois Territory Industrial Traffic 
League vs. Union Pacific et al., the entire Commission has 
found not unreasonable Rule 10 of the Consolidated Freight 
Classification — the carload mixing rule — and similar rules in 
other tariffs relating to charges on mixed carloads, and has 
dismissed the complaint. 

The Commission noted that the assailed rule provided, in 
effect, that charges on mixed carloads should be assessed at 
the highest classification rating or commodity rate and the 
highest minimum weight applicable to articles in the mixed 
carload, subject to certain exceptions, and that exceptions to 
Official and Southern Classifications, published in 1940, prac- 
tically superseded Rule 10 in Official and Southern Territories, 
so that there the charges on a mixed carload were based on the 
carload rate on each article applied to the actual weight of 
such articles, while the carload minimum remained the highest 
provided for any article in the carload. 

It said most of the evidence in the instant case related to 
traffic to and within Western Territory, and that the com- 
plaint sought modification of Rule 10 so as to make it embody, 
for general application, with some changes and additions, the 
exceptions now in effect in Official and Southern Territories. 

The Commission said the avowed subject of the complaint 
was to bring about reductions in freight charges, and that such 
reductions might not be required except on a showing that 
the defendants’ present mixing rules were unlawful. It re- 
ferred to a finding by Division 3, in Mixed Volume Shipments 
between Western States, 19 I. C. C. 455-459, that a rule similar 
to that here proposed would be unlawful. 
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COPPER STEAMSHIP CO. AUTHORITY 


Issuance of a certificate to one of two water carriers, oper- 
ated under joint control and management, both of which sought 
substantially similar authority for continuance of operations on 
the Great Lakes, has been approved by the Commission, divi- 
sion 4, in a report in W-769, The Copper Steamship Co. Con- 
tract Carrier Application, embracing W-768, The India Naviga- 
tion Co. Contract Carrier Application. 

The Commission found the operations of both companies 
tobe those of common carriers. By its order in the proceedings, 
itgranted a certificate, effective from and after June 21, to The 
Copper Steamship Co., of Cleveland, O., authorizing contin- 
wance of operation by self-propelled vessels and by non-self- 
propelled vessels in the transportation of commodities generally 
between ports and points on Lake Superior, Lake Michigan, 
Lake Huron, Lake Erie and interconnecting and tributary wa- 
ters, as successor in interest to the Buckeye Steamship Co. 

The Copper Steamship Co. and The India Navigation Co., 
also of Cleveland, the Commission said, had the same corporate 
officers and directors, who owned all of the issued and outstand- 
ing stock of the two companies. It added: 
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Both maintain their business offices at the same address, but sepa- 
tate books of account are maintained. The operations of the two 
corporations are under joint control and management, and are so 
involved with each other that they constitute a single service. Section 
9 does not contemplate the issuance of multiple authority where the 
operation is a single transportation service. ... Applicants request that 
ifthey are found to be entitled to only one certificate or permit, such 
certificate or permit be issued in the name of The Copper Steamship Co. 
We conclude that applicants have been and are engaged in a single 
transportation service and that only one certificate or permit should 
be granted. 

















RATES ON IMPORTED FERTILIZER 
Responding favorably to a petition filed with it on behalf 









rity covel-§ of all railroads parties to Agent Hoke’s tariff I. C. C. No. 962 

the Cotton § (see Traffic World, April 7, p. 903), the Commission, division 3, 

—s states by an order in I. and S. No. 5338, Fertilizers, Southern Ports 
enwoo0 





to South, has vacated and set aside its suspension order of 
March 15 in that proceeding, except insofar as it is applicable 
from Newport News, Norfolk and Richmond, Va., and Wilming- 
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rates, 


The schedules under suspension in that proceeding pro- 
Posed revision of the carload rates on imported fertilizer and 
ertilizer materials from southern ports to destinations in south- 
‘mn territory, without observance of section 4 of the act so as to 
‘onform with the grouping currently employed in connection 
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ton, N. C., to 40 points in Virginia and points taking the same. 
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with class rates and many commodity rates from and to the 
same points. The 40 Virginia destination points as to which 
exception was made in the vacating order were the following: 


Alexandria, Amherst, Austinville, Bridgewater, Brooke, Buchanan, 
Buena Vista, Calverton, Charlottesville, Christiansburg, Clifton Forge, 
Covesville, Covington, Doswell, Elkton, Fries, Glade Spring, Harrison- 
burg, Herndon (Fairfax county), Leesburg, Lexington, Luray, Marion, 
Marshall, Massie’s Hill, New Castle, New Market, Orange, Penn Laird, 
Pulaski, Purcellville, Riverton, Rosslyn, Saltville, Schuyler, Staunton, 
Tunstall, Vienna, Waynesboro, and West Point. 





COTTON RATES AND MINIMA 


The Commission has denied petitions for reopening, recon- 
sideration, and reargument in No. 28800, Blytheville Chamber 
of Commerce, et al., vs. Aberdeen & Rockfish Railroad Co., et 
al., and in the related proceeding, No. 28655, Memphis Cotton 
Exchange, et al., vs. Chicago, Rock Island & Pacific Railway 
Co., et al. 

The Commission said petitions had been filed by the Ar- 
kansas Western Railway Co. and certain other southwestern 
carriers, defendants, for reopening and reconsideration, and by 
defendants in southern territory for reargument and reconsid- 
eration in No. 28800, and by the Georgia-Alabama Textile Traf- 
fic Association, et al., and the Secretary of Agriculture and 
War Food Administrator, intervenors supporting the defendants, 
for reargument and reconsideration in No. 28800. 

In a decision in these two proceedings involving the rates, 
minima, and the spreads between cotton shipped flat, and cotton 
shipped compressed, from the destinations in the southwest and 
the Mississippi Valley to destinations in the southeast and Offi- 
cial Territory, the Commission required certain adjustments 
for the future, on the basis of a series of findings of fact, and 
denied reparation (see Traffic World, Dec. 30, 1944, p. 1675). 


Railroad Abandonments 


Northern Pacific 


That the town of Almont, N. D., would “disappear as a 
trade center’ if the abandonment here proposed were effectu- 
ated, that expenses of the Northern Pacific in operation of the 
“cut-off” line that it proposed to build would exceed the savings 
it expected to obtain by the abandonment of the present cir- 
cuitous route, and that there was no convincing proof that 
continued operation of the present line would constitute an 
undue burden on interstate commerce were contentions made 
in a brief of the Public Service Commission of North Dakota 
and other protestants on exceptions to the proposed report 
by Examiner J. S. Prichard in Finance No. 14749, Northern 
Pacific Railway Co. Abandonment, Etc. (see Traffic World, 
March 10, p. 574). The examiner, in his report, recommended 
authorization of the abandonment by the Northern Pacific of 
about 25.8 miles of its main line between New Salem and 
Kurtz, N. D., and the construction of a new line, 16.5 miles 
long, between those points. 


Lawndale Railway 


Approval of the application of the Lawndale Railway & 
Industrial Co. for authority to abandon, as to interstate and 
foreign commerce, its entire line in Cleveland county, N. C., 
11.05 miles between Lawndale and Shelby, was announced by 
the Commission, division 4, in a notice of action by it in un- 
contested finance cases. The application was docketed as Fi- 
nance No. 14788, Lawndale Railway & Industrial Co. Aban- 
donment (see Traffic World, Dec. 16, 1944, p. 1559). 


Nezperce & Idaho 


The Commission, in Finance No. 14254, Nezperce & Idaho 
Railroad Co. Abandonment, has further extended from May 1, 
to July 1, the effective date of the certificate issued in this 
proceeding (see Traffic World, April 22, 1944, p. 1103). It said 
the extension was made at the request of the applicant and 
protestants. The abandonment involved the company’s entire line 
of railroad extending from Nezperce to Craigmont, approxi- 
mately 13.8 miles, in Lewis county, Ida. 


Springfield & Southwestern 


Abandonment by the Springfield & Southwestern Railroad 
Co. of certain trackage rights and line has been approved by 
the Commission, division 4, by a report and certificate in 
Finance No. 14765, Springfield & Southwestern Railroad Co. 
Abandonment. 

The certificate permitted abandonment of operation, under 
trackage rights, over a line of the B. & O. between Cox street 
and Third street in Springfield, Ill., and, with respect to inter- 
state and foreign commerce, of the S. & S. railroad’s entire line 
extending from Springfield to Curran, in Sangamon county, 
Ill., extending more than seven miles, on the condition that the 
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line or any part of it should be sold to any responsible person 
or persons, firm, or corporation offering, within 40 days from 
the date of the certificate, to purchase the line for continued 
operation at a price not less than its fair net salvage value. 

The division found that the line had been operated at sub- 
stantial annual losses for the last two years and was unable 
financially to pay its debts as they fell due. It said one of the 
two coal mines on which the railroad depended for approxi- 
mately 90 per cent of its revenue had discontinued operation 
and that operation of a second mine would be discontinued on 
or prior to May 31. 


Union Pacific 


The Union Pacific, in Finance No. 13799, Union Pacific 
Railroad Co. Abandonment, has asked the Commission to deny 
“in toto” a petition of the Brotherhood of Maintenance of Way 
Employes and Railway Labor Executives’ Association for re- 
opening and reconsideration of the proceeding in which divi- 
sion 4 denied abandonment of the railroad’s Briggsville branch 
but authorized abandonment of a portion of its Pleasant Valley 
branch, also called the Purcell branch. The unions, said the 
railroad, had asked that the Commission extend the time within 
which the Commission would retain jurisdiction for an addi- 
tional two years for the purpose of imposing conditions for 
protection of adversely affected employes. 





Commission Motor Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permaneni series of motor carrier 
reports of the Commission. Mimeographed copies of séch reports in 
full may be obtained by prompt application to the Commission.) 


*MC 565, Sub. No. 5, Nevada Consolidated Fast Freight, 
Los Angeles, Calif. Certificate denied. General commodities, 
with exceptions, between Boulder City, Nev., and Kingman, 
Ariz., over specified route, serving intermediate and off-route 
points. The Commission said that the amount of traffic shown 
of record as moving to and from Kingman and points in that 
area in the service of existing carriers reflected the consistent 
maintenance of reasonably adequate transportation facilities 
for the interested shippers. 

*MC 18264, Sub. No. 7, Hartford Transportation Co., Inc., 
Hartford, Conn. Certificate denied. General commodities, with 
exceptions, between points in N. Y., N. J., Conn. and Mass., 
over regular routes. 

*MC 27578, Sub. No. 1, Baldwin Transportation Corpora- 
tion, New York, N. Y. Certificate granted, as to (1) paper and 
paper products from New York City to points in specified N. J. 
counties, (2) cleaning compounds from Jersey City to specified 
N. Y. counties, and (3) returned and rejected shipments in the 
reverse direction in each instance, over irregular routes. 

*MC 30605, Sub. No. 47, The Santa Fe Trail Transporta- 
tion Co., Wichita, Kan. Certificate denied. General commod- 
ities between specified points in N. M., over regular routes. 

*MC 30605, Sub. No. 48, The Santa Fe Trail Transporta- 
tion Co., Wichita, Kan. Certificate granted as to general com- 
modities, with exceptions, between junction of Okla. Highway 
15 and U. S. Highway 64 and junction of Okla. Highway 15 
and U. S. Highway 77, over Okla. Highway 15 as an alternate 
route for operating convenience only, serving no intermediate 
points, subject to condition that applicant request amendment 
of its present certificate for the purpose of eliminating there- 
from its present alternate route between Enid and Tulsa, Okla. 

*MC 34736, Sub. No. 3, Dirago Brothers, Milton, N. Y. 
Certificate granted as to specified commodities from and to 
designated points in Mass., N. J., N. Y. and Pa., over irregular 
routes. 

*MC 59559, Sub. No. 12, Graff Trucking Co., Inc., Kalama- 
zoo, Mich. Certificate granted. Roofing materials from speci- 
fied points in Ill. to points in described area in Mich., over 
irregular routes. 

*MC 66571, Sub. No. 3, Red Line, Inc., Roanoke, Va. Cer- 
tificate denied. General commodities (1) between Roanoke, Va., 
and Charleston, W. Va., over specified routes, and (2) over 
irregular routes between Charleston, on the one hand, and, on 
the other, points within 10 miles of Charleston. 

*MC 80428, Sub. No. 4, H. Leon McBride and Frank H. 
McBride, Goshen, N. Y. Certificate denied. Liquid and invert 
sugar, in bulk, in tank trucks, from Yonkers, N. Y., to points 
in N. Y., N. J. and Pa., within 200 miles of Yonkers. The 
Commission said that, while it was clear that the ability to 
eliminate empty mileage would be an asset to applicants that 
might result in a more profitable operation with a conceivable 
indirect benefit to the public, such a showing, standing alone, 
did not warrant a grant of the authority sought. 

*MC 80502, Sub. No. 1, Donald Shoemaker, Phillipsburg, 
N. J, Certificate granted. Such commodities as are transported 
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Apri 
in dump trucks, between points in specified N. J. counties, on I. 
the one hand, and, on the other, points in specified Counties §j Petiti 
in Pa., over irregular routes. riers 
*MC 83087, Sub. No. 2, Ralph Deeter, Faimount, Ind. Cer. ae 
tificate granted. Livestock from points in specified Indiana 2m 
counties to designated points in Mich., and between such points 
in Ind., on the one hand, and, on the other, specified points coact 
in Ky.; and fertilizer from Calumet City, IIl., to points in the M 
specified Indiana counties, over irregular routes. Inves 
MC 29130, Sub. 39, Rock Island Motor Transit Co., Chi.§ 2! 
cago, IIl., extension. Certificate granted, with conditions, Com. se 
missioner Lee concurring in the result. General commodities Vv 
with exceptions, serving certain Nebraska points as intermediate § sider 
points and certain Nebraska and Kansas points as off-route 
points, in connection with its presently authorized regular. B R¢P° 
route operations over a described route between Omaha, Neb, wre 
and Smith Center, Kan., subject to conditions, including one; in 
that the service to be performed should be limited to that which § yenic 
was auxiliary to, or supplemental of, rail service of the Rock § point 
Island railway. Tay. 
MC 74807, Latta Truck Lines, Inc., Brookfield, Mo., com. §s2!l 
mon carrier. On reconsideration, Commissioner Lee dissenting, § it" 
findings in prior report (41 M. C. C. 831) modified so as tM” N 
grant applicant a permit. Meats and meat products, dairy prod- § gate: 
ucts, articles distributed and supplies used by meat-packing J caste 
houses, between Chicago, Ill., and Kansas City, Kan., over de- §§ 360 t 
scribed routes and return, serving specified intermediate and § “ass: 
off-route points for specified deliveries, under individual con. ee 
tracts or agreements with persons who operate meat-packing i 
businesses; groceries, from Chicago, Il., to St. Joseph, Mo., over § inste 
a described route, serving no intermediate point, and return, 1 
with no transportation for compensation except as otherwise 30, fi 
authorized, over this route to Chicago, under individual con- 
tracts with persons who operate wholesale grocery houses; 
canned goods, from Chicago to St. Joseph and Kansas City, 
Mo., and Kansas City, Kan., over a described route, and return, tite 
with no transportation for compensation except as otherwise op 
authorized, over these routes to Chicago, serving specified inter- pen 
mediate and off-route points for pick-up only; also from speci- latic 
fied Illinois points to St. Joseph and Kansas City, Mo., and in p 
Kansas City, Kan., over a described route, with no transporta- of t 
tion for compensation in the reverse direction except as other- cate 
wise authorized; and hardware, from Chicago to St. Joseph, Va.) 
over a described route, serving no intermediate point, and re- lee 
turn, with no transportation for compensation except’as other- Will 
wise authorized, over this route to Chicago; subject, however, cate 
to further consideration if within 60 days from the service of tian 
this report and order on reconsideration applicant shall show, 
cause, if any there be, why the prior findings should not be§ ,.,, 
modified as indicated in the instant report. cert 
MC 96524, Isadore Pedowitz, New York, N. Y., common 
carrier. Certificate granted, with conditions, Commissioner § pt; 





Patterson dissenting, in part. Machinery between points in the 
New York commercial zone, on the one hand, and, on the other, 
points in the Boston commercial zone, those in New Jersey, and 
those in described areas of Connecticut, New York, and Penn- 
sylvania, over irregular routes. 











COMMISSION ORDERS 

MC-C 468, Eleanor M. Morris vs. B. Clayman & Sons. 
complainant for issuance of subpoena duces tecum, denied. 

MC-F 2604, Charles F. Wren et al., control; All American Bus and 
Investment Co., control; All American Bus Lines, Inc., merger, Northern 
Trails, Inc., and MC-F 2605, All American Bus Lines, Inc., issuance of 
stock. Petition of protestant, Safeway Trails, Inc., for reconsideration 
or rehearing by Commission in matter of decision by division 4 of 
December 28, 1944, denied. 

1. & S. M-2464, Overflow rule, Continental Transportation Lines, Inc. 
Respondents under special permission having filed tariffs effective Octo- 
ber 22, 1944, cancelling suspended schedules, proceeding discontinued. 

1. & S. M-2473, Interchange of traffic with C. C. & C. Highway, Inc. 
Respondents under special permission having filed tariffs effective Febru- 
ary 20, cancelling suspended schedules, proceeding discontinued. 

1. & S. M-2478, Restrictions in rates between points in New England. 
Respondents under special permission having filed tariffs effective 
March 15, cancelling suspended schedules, proceeding discontinued. 

1. & S. M-2484, Petroleum products, Superior, Wis., to Minnesota 
points. Respondents under special permission having filed tariffs effec- 
tive February 23, cancelling suspended schedules, proceedings discol- 
tinued. 

1. & S. M-2490, Mixed truckloads, Chicago, Milwaukee and Twil 
Cities. Réspondents under special permission having filed a tariff 
effective February 20, cancelling suspended schedules, proceeding dis 
continued. 

1. & S. M-2491, Carpets, etc., Amsterdam, N. Y., to Chicago, Ill. 
Respondent under special permission having filed a tariff effective /ebru- 
ary 27, cancelling suspended schedules, proceeding discontinued. 

1. & S. M-2495, Minimum rates, N. L. Litchfield. Respondent under 
special permission having filed.a schedule effective February 24, cal 
celling suspended schedules, proceeding discontinued. 

1. & S. M-2510, J, Asadoor’s Trucking, various commodities. Protest 
against suspended schedules having been withdrawn, suspension orde! 
of March 7, vacated, and proceeding discontinued, 
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1. & S. 5297 and |. & S. M-2418, Silver plated iron or steel bearings. 
Petition of respondent railroads and petition of respondent motor car- 
riers for reconsideration, denied. 

1. & S. M-2385, Junk, etc., over Santa Fe Trail Transportation Co. 
petition filed by respondent Santa Fe Trail Transportation Co. seeking 
jeave 10 intervene and for other relief, denied. 

MC-C 397, Baltimore and Annapolis Railroad Co. vs. Red Star Motor 
Coaches, Inc. Petition of complainant for further hearing, denied. 

MC-F 2604, Charles F. Wren et al., control; All American Bus and 
Investment Co., control; All American Bus Lines, Inc., merger, Northern 
Trails, Inc., and MC-F 2605, All American Bus Lines, Inc., issuance of 
stock. Petition filed by Tri-State Transit Co. of Louisiana, Inc., for 
leave to intervent and for other relief, denied. 

W-104, Union Barge Line Corp., applications. 
sideration. 

MC 7249, Sub. 4, Kubly Trucking Co., extension, Dubuque, Ia. 
Report and order of January 1, 1943, modified so as to authorize issu- 
ance to applicant, on compliance with sections 215 and 217 of act and 
rules and regulations thereunder, of a certificate authorizing operation 
in interstate or foreign commerce, as a common carrier by motor 
yehicle of live stock, over irregular routes, from Monroe, Wis., and 
points in Wisconsin and Illinois within 40 miles of Monroe, to. Dubuque, 
Ja, with no transportation for compensation on return. This order 
shall become effective June 1, unless any party-in-interest shall show 
cause, if any there be, in writing verified under oath, why report and 
order of January 1, should not be modified in manner described above. 

MC-C 360, Minimum class rates restrictions central and eastern 
states, and Il. & S. M-2160, Minimum class rate stops in central and 
eastern states. Order of March 15, which required respondents in MC-C 
360 to establish on or before May 15, on 30 days’ notice, minimum 
dass-rate restrictions or stops not exceeding those prescribed in said 
order, and which required respondent in I. & S. M-2160 to cancel 
schedules under investigation to extent found unlawful, on or before 
May 15, on 30 days’ notice, modified so as to become effective June 15, 
instead of May 15. 

1. & S. 5267, Clothing in bales in official territory. Order of January 
30, further modified to become effective May 21, instead of April 20. 
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MOTOR CERTIFICATE CASES 


Recommendations that the respondents be ordered to in- 
stitute reasonably continuous and adequate motor-carrier serv- 
ice and to comply with the requirements of section 215 of the 
interstate commerce act and the Commission’s rules and regu- 
lations thereunder, have been made by Commission examiners 
in proposed reports in MC C-446, Lillian F. Clark, Executrix 
of the Estate of Raymond H. Clark (Philadelphia, Pa.)—Revo- 
cation of Certificate; MC C-470; Louis Haymaker (White Post, 
Va.)—Revocation of Certificate; MC C-473, Soft Crab Express, 
Inc. (Crisfield, Md.)—Revocation of Certificate; MC C-474, 
William J. Slocum (Baltimore, Md.)—Revocation of Certifi- 
cate; MC C-475, George R. Sauble (Taneytown, Md.)—Revoca- 
tion of Certificate; and MC F-476, Lewis F. Durben (Hagers- 
town, Md.)—-Revocation of Certificate. The examiners further 
recommended that if the respondents failed to comply, their 
certificates should be revoked. 

In MC C-461, Joseph Vigilante (Philadelphia, Pa.)—Revo- 
cation of Certificate MC C-462, Herbert Faigle (Winterdale, 
Pa.)—Revocation of Certificate; and MC C-464, Robert Heston 
Shoemaker (Phillipsburg, N. J.)—Revocation of Certificate, 
Commission examiners also recommended that the respondents 
be ordered to institute reasonably continuous and adequate 
motor-carrier service and to comply with the requirements of 
the act and the rules and regulations thereunder. In the event, 
they failed to comply, continued the examiners, the respondents’ 
certificates should be revoked. 

































MOTOR FINANCE CASES 


MC-F-2624, W. C. Lucas et al.—Purchase—Carolina Transportation 
Company, embracing No. MC-F-2751, National Chair Manufacturing Cor- 
poration—Lease—W. C. Lucas et al. Purchase by W. C. Lucas, Pearlie 
M. Lucas, and A. B. Cox, partners, doing business as Piedmont Truck- 
ing Company, of Asheboro, N. C., of certain operating rights of Carolina 
Transportation Company, of Raleigh, N. C., and lease by National Chair 
Manufacturing Corporation, also of Asheboro, of said operating rights 
fom W. C. Lucas, Pearlie M. Lucas, and A. B. Cox, approved and 
authorized, subject to conditions. 

MC-F-2675, James Harwood Cochrane—Purchase—Lester Winchester. 
Purchase by James Harwood Cochrane, doing business as Overnite 
Transportation, of Richmond, Va., of operating rights of Lester Win- 
chester, doing business as Winchester Trucking Company, of Monroe, 
N.C., approved and authorized, subject to condition. 

MC-F-2670, Ralph M. Wallace and Isabel Wallace—Purchase—Bruce 
Cook and Harry W. Fulmer, embracing No. MC-F-2671, Ralph M. 
Wallace and Isabel Wallace—Control—Flathead Transportation Com- 
pany, (1) Purchase by Ralph M. Wallace and Isabel Wallace, partners 
doing business as Northwest Freight Lines, of Billings, Mont., of the 
operating rights and pjroperty of Bruce Cook and Harry W. Fulmer, 
partners doing business as Cook and Fulmer, also of Billings, approved 
and authorized, subject to condition. (2) Issuance of a certificate to 
Ralph Ml. Wallace and Isabel Wallace, partners doing business as 
Northw «st Freight Lines, authorized upon compliance with certain 
Conditions. (3) Acquisition by Ralph M. Wallace and Isabel Wallace, 
Partners doing business as Northwest Freight Lines, of control of 
Flathea 4 Transportation Company, also of Billings, through ownership 
of capi‘ al stock, approved and authorized, subject to condition. 

MC-§-2667, Dale Terry—Purchase—Russell M. James. Purchase by 
ale Terry, doing business as Terry Trucking Service, of Ottawa, IIl., 
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of certain operating rights of Russell M. James, doing business as 
F. M. James & Son, of Springfield, Ill., approved and authorized, sub- 
ject to conditions. 


FINANCE APPLICATIONS 

MC F-2809, Gateway City Transfer Co., Inc., La Crosse, Wis., asks 
authority to purchase, and temporarily to operate, certain operating 
rights of Highway Merchandise Carriers, Inc., St. Louis, Mo., and 
W. Leo Murphy, Eugene W. Murphy, John A. Murphy, and Michael P. 
Murphy, controlling stockholders of Gateway, ask to be joined as 
parties applicant and to be granted authority to control the operations 
proposed to be acquired by Gateway. 

Finance No. 14881, Henry A. Gardner, as trustee of the railroads 
and properties of the Alton Railroad Co., asks authority to issue a note 
or notes under and in respect of a conditional sale agreement between 
applicant and Pullman-Standard Car Manufacturing Co. for construction 
by the latter of 500 steel box cars. Under the agreement, said the 
applicant, it would pay 20 per cent of the purchase price of each car 
delivered prior to July 1, in cash, and the balance in monthly install- 
ments, with interest on the remaining unpaid balance of 1.90 per cent 
a year. The purchase price of each car, said the applicant, was $3,350. 

Finance No. 14886, Gulf, Mobile & Ohio Railroad Co. asks authority 
to issue promissory notes for the aggregate principal amount of $376,740, 
as evidence of the obligation of applicant in respect of the acquisition, 
through lease and purchase, of five diesel road-switching locomotives. 
The applicant said it proposed to issue five promissory notes payable 
to the order of the American Locomctive Co., each in the principal 
amount of $75,348, and to acquire the locomotives under a lease- 
purchase contract for $94,185 each, of which 20 per cent was to be paid 
in cash on delivery and the balance of $75,348 to be evidenced by one 
of the promissory notes dated as of the day of delivery of the equipment. 

MC F-2808, Brown’s Express, Inc., Chicago Heights, Ill., asks au- 
thority to purchase certain operating rights of Imperial Trucking Corpo- 
ration, Chicago, Ill., and Arno W. Toll, majority stockholder of Brown’s 
Express, Inc., asks authority to control Brown’s Express, Inc., pursuant 
to the aforementioned purchase application. 

Finance No. 14894, Kansas, Oklahoma & Gulf Railway Co., asks 
authority to issue and sell at competitive bidding $4,400,000 first mort- 
gage bonds, series 1980, to be secured by deed of trust dated April 1, 
1926, to Girard Trust Co., trustee. The applicant said it proposed to 
redeem and/or cancel on July 1, all of its first-mortgage gold bonds, 
5 per cent, series 1978, of which $4,450,000 had been issued and were 
in the hands of the public. 


UNCONTESTED FINANCE CASES 

Report and order in F. D. No. 14865, Chicago, Milwaukee, St. Paul 
& Pacific Railroad Co. Trustees Equipment Trust Certificates, granting 
authority to assume obligation and ‘liability in respect of not exceeding 
$2,100,000 of Chicago, Milwaukee, St. Paul & Pacific railroad equipment 
trust certificates; series Y, to be issued by the Continental Illinois 
National Bank & Trust Co. of Chicago, as trustee, and sold at 100.12512 
and accrued dividends in connection with the procurement of certain 
equipment. Approved. 


PETITIONS FOR REHEARING, ETC. 

No. 25020, Rates on crushed stone, gravel, sand and slag within 
state of Ohio. Complainants ask for reconsideration and oral argument. 

MC-F 2604, Charles F. Wren et al., control, All American Bus & 

Investment Co., control; All American Bus Lines, Inc., merger, Northern 
Trails, Inc., and MC-F 2605, All American Bus Lines, Inc., issuance of 
stock. Tri-State Transit Co. of Louisiana, Inc., asks for leave to inter- 
vene, oral argument, reconsideration of report and order of division 4 
of December 28, 1944, and vacation of said order. 
MC-F 2543, Rockland Coaches, Inc., purchase, Rockland Bus Lines, 
Inc. Applicants ask for reconsideration and vacation of order of Com- 
mission of December 29, 1944, dismissing application and for an order 
granting application or in alternative that a further or rehearing be 
ordered. 

MC-F 2806, Sanders Truck Line, Inc., lease, Loyd Bond, dba Bond 
Motor Lines. Sanders Truck Line, Inc., asks for authority temporarily 
to operate motor carrier properties of Bond Motor Lines. 

No.28993, Norris Stamping & Manufacturing Co. vs. P. R. R. et al. 
Defendants ask for reconsideration by and oral argument before entire 
Commission. 

MC-F 2144, Crown Motor Freight Co., lease, Bell Carrier Corp. 
Applicants ask for reopening and extension of authorization of lease 
for a period of one year from June 1. 

MC-C 360, Minimum class rate restrictions central and eastern 
states, and Il. & S. M-2160, Minimum class rate stops in central and 
eastern states. Falwell .Fast Freight, Inc., asks Commission to stay 
effective date of order of March 15, so as to become effective after 
duration of present emergencies. 

No. 28863, Rates on wool and mohair. Public Utilities Commission 
of State of Idaho asks Commission to reconsider and reverse order of 
February 5, denying previous petitions for reinstitution of No. 28863. 


Cc. & N. W. BOND ISSUE 


The Commission, division 4, in Finance No. 14858, Chicago 
& North Western Railway Co. Bonds, has granted the North 
Western authority to issue not exceeding $54,000,000 of first- 
mortgage bonds, series B, 3 per cent, due January 1, 1989, to 
be sold at 99.31 per cent of par and accrued interest and the 
proceeds applied to the redemeption of $54,364,442 of outstand- 
ing bonds. The outstanding bonds, said the division, consisted 
of $47,979,442 of first and general mortgage bonds, series A, 
4 per cent, due January 1, 1989, $3,904,000 of first-mortgage 
Sioux City & Pacific divisional 4 per cent bonds, due January 1, 
1969, and $2,481,000 of first-mortgage Des Plaines Valley divi- 
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sional 4 per cent bonds, due January 1, 1969 (see Traffic World, 
March 17, p. 647). 


ST. J. & L. C. REORGANIZATION 


By an order in Finance No. 14832, St. Johnsbury & Lake 
Champlain Railroad Co. Reorganization, the Commission, divi- 
sion 4, has approved as reasonable the payment of maximum 
compensation at the rate of $4,500 a year to Sterry R. Water- 
man for his services as counsel for John E. Willis, trustee of 
the debtor road, beginning March 6, the date of his appointment 
as counsel for the trustee by the federal district court for the 
Vermont district. The Commission’s approval was made subject 
to the condition that Mr. Waterman, while serving as counsel 
for the trustee, receive no salary or compensation for services 
as an officer, director or employe of the debtor or any of its 
affiliated corporations. 


MISSOURI PACIFIC REORGANIZATION 

By a supplemental report and order in Finance No. 9918, 
Missouri Pacific Railroad Co. Reorganization, embracing Finance 
No. 10028, Chicago, Rock Island & Pacific Railway Co. Reorgan- 
ization, the Commission, division 4, has approved selection of 
Carl L. A. Beckers as an additional member of a protective 
committee for holders of first-mortgage 4 per cent gold bonds, 
matured July 1, 1939, of Little Rock & Hot Springs Western 
Railroad Co., to fill a vacancy caused by the resignation of 
Oliver M. Clifford. The Commission said the committee repre- 
sented holders of the L. R. & H. S. W. bonds in the reorganiza- 
tion proceedings of the Missouri Pacific and the Rock Island, 
and the Mr. Beckers had been and would continue to be secre- 
tary of the committee. 


TAYLOR & ANDERSON APPLICATION 

The Commission, division 4, in W-689, Sub. 1, TA, Taylor 
& Anderson Towing & Lighterage Co. Temporary Authority 
Application, has denied the application of that company, of 
Philadelphia, Pa., for temporary authority to engage as a con- 
tract carrier by water in the transportation of approximately 
3,500 drums of high test gasoline from Petty’s Island, N. J., to 
Baltimore, Md. The division said that other water carrier serv- 
ice was available and that the shipper had arranged to utilize 
such existing service. 





ANTHRACITE COAL SERVICE ORDER 


Further suspension of the provisions of service order No. 
270, by which the Lehigh Valley and the Lackawanna were 
prohibited from placing coal cars at the Luzerne colliery, 
Kingston, Pa., for loading with anthracite produced by Luzerne 
Anthracite, Inc., was effected on April 6 by the Commission, 
division 3, with the issuance of service order 270-B, extending 
the suspension period from April 6 to July 1. The original 
service order, No. 270, had been issued December 30, 1944, but 
operation of its provisions was suspended until April 6 by the 
issuance, on January 6, of service order No. 270-A (see Traffic 
World, Jan. 13, p. 109). 





REFRIGERATOR CAR ORDER AND PERMITS 

C. W. Taylor, manager, refrigerator car section, Associa- 
tion of American Railroads, and agent for the Commission, has 
cancelled his order No. 219 of August 14, 1944, and all amend- 
ments and general and special permits thereto, in their en- 
tirety, effective 12:01 a. m., April 15. The order prohibited the 
placement of standard or RS type refrigerator cars for loading 
of various commodities. 





WASHOUTS AND SERVICE ORDER 
The Commission, division 3, effective April 10, at 12:01 
a. m., in amendment No. 1 to revised service order No. 299, 
providing for rerouting of traffic on account of flood conditions 
in Arkansas, Louisiana, and Texas (see Traffic World, April 7, 
p. 902), has extended the expiration date of the revised service 
order from April 10, to April 20, at 11:59 p. m. 


1. C..C. ACCIDENT REPORTS 


Failure of the enginemen to obey signal indications was 
the cause of a head-end collision between a passenger train 
and a freight train that occurred February 11 on the Southern 
Pacific line at Redlands, Calif., and resulted in the injury of 
157 passengers, two persons carried under contract, six dining- 
car employes and 11 other employes, the Commission con- 
cluded in a report, by Commissioner Patterson, on investigation 
of the accident (Investigation No. 2869). 

In another railroad accident report, on investigation of 
a collision of two passenger trains that occurred February 10 
on the Santa Fe line at Stafford, Kan., and resulted in the death 
of one passenger, the injury of nine passengers, one Pullman 
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employe and one employe off duty, the Commission, by Com. 
missioner Patterson, found that the accident was cause) by 
“failure properly to control the speed of the following train 
in accordance with signal indications.” 







UNIFORM SYSTEM OF ACCOUNTS 

The Commission, division 1, has waived for the year 1945 
the requirements of note B to account 1180—materials' and sup. 
plies, relating to inventory of materials and supplies, in the 
“Uniform System of Accounts for Class I Common and (Con- 
tract Motor Carriers of Property, Issue of 1937, (Part 182 of 
Title 49, Code of Federal Regulations),” and in “Uniform Sys. 
tem of Accounts for Class I Common and Contract Motor Car. 
riers of Passengers, Issue of 1937, (Part 181 of Title 49, Code 
of Federal Regulations).” The division said that because of an 
acute shortage of experienced personnel necessary for the tak- 
ing of inventories of materials and supplies, requests had been 
received to omit such inventories for the year 1945. 














WISCONSIN CENTRAL REORGANIZATION 


Maximum limits of compensation for Edward A. Whitman 
and Edgar F. Zelle as trustees of the debtor road and for James 
E. Dorsey as counsel for the trustees have been approved by 
the Commission, division 4, by an order in Finance No. 14720, 
Wisconsin Central Railway Co. Reorganization. 

The Commission ordered that the maximum limits of com- 
pensation, payable monthly, beginning January 1, 1945, should 
be $16,000 a year for Mr. Whitman, as trustee, $8,000 a year 
for Mr. Zelile, as trustee, and $13,000 a year for Mr. Dorsey, as 
counsel for the trustees, and that the maximum to be paid to 
Mr. Dorsey as counsel for Mr. Whitman while the latter was 
serving as receiver in the proceeding in the last three months 
of 1944 should be $2,500. 























ALTON REORGANIZATION 


The Joliet & Chicago Railroad Co., has asked the Commis- 
sion to postpone its hearing in Finance No. 14030, Alton Rail- 
road Co. Reorganization, now set for May 22, before Examiner 
Walsh, in Chicago, until a date subsequent to decision of the fs 
federal district court on legal questions involved in considera- 
tion of any proposed reorganization plan. To the petition of 
the J. & C., the Continental Illinois National Bank & Trust Co., 
Chicago, trustee under the refunding mortgage, has filed a reply 
with the Commission. 

“The petitioner cannot be ready to proceed with the taking 
of testimony on the issue involved in these proceedings on the 
date now set for hearing on the plan,” said the J. & C. “The 
petitioner has requested of Henry A. Gardner, trustee, that he 
prepare certain exhibits for use by petitioner upon the hearing 
before the Commission so that such exhibits proposed to be 
offered may be served on the parties at least 30 days prior to 
the hearing.” 

The J. & C. said the trustee had advised its attorneys that 
in all probability these exhibits could not be furnished and 
reproduced 30 days in advance of the hearing date in sufficient 
number to permit of their distribution and perhaps would not 
be available at the date of hearing. 

In its reply to the J. & C. petition, the bank and trust 
company said that as trustee under the refunding mortgage it 
opposed any delay in the proceeding and requested denial of 
the petition. 

“If at the time of the hearing it shall appear that not all 
of its exhibits are ready the petitioner can request a further 
hearing,” said the bank and trust company. 

Both the Commission and the court had previously denied 
the same request by the J. & C., said the bank and trust com- 
pany, adding that the court had thrice ruled that the primary 
objective of the proceeding was the prompt formulation of 4 
reorganization plan and that its accomplishment should not be f 
delayed by “litigation to determine in advance questions which 
may not arise.” 

The Kansas City, St. Louis & Chicago Railroad Co., filing 
with the Commission a response to the petition for postpone- 
ment of the date of hearing, said it joined in the prayer of the 
petition. A similar prayer was made by Thorvald F. Hammer, 
Allerton C. Hickmott, Orlando H. Lounsbury, and Watson 
Washburn, committees representing shares of capital stock of 
and issued by the Joliet & Chicago Railroad Co. and Kansas 
City, St. Louis & Chicago Railroad Co., and United States Trust 
Co., of New York, trustee. 































































































































































MILWAUKEE ROAD BROADCASTS 


F. N. Hicks, passenger traffic manager of the Milwaukee 
road, announces that the broadcasts hitherto sponsored by_the 
road over WMAQ in Chicago at 9:45 a. m. on Sunday, will be 
heard from April 1 to December 30 over station WBEM 1 
Chicago, beginning at 12 noon each Sunday. 
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Flour and Cereals 


In a proposed report in No. 29182, Quaker Oats Co. vs. 
Canadian National Railways, et al., Examiner J. P. McGrath 
has recommended dismissal of the complaint because of lack 
of jurisdiction. The examiner recommended that the Commis- 
sion find to be foreign commerce not subject to the interstate 
commerce act, shipments of flour and cereals in carloads, in 
November, 1941, and February and March, 1942, from Peters- 
borough, Ont., Can., to New York, N. Y., for export, which, 
owing to lack of ocean transportation, were not, with the ex- 
ception of certain portions thereof, exported from New York, 
but were reshipped to certain other United States ports and 
thereafter exported to foreign countries. 

The complainant’s position, in substance, was, said the 
examiner, that the facts in the instant proceeding corresponded 
closely with those in Oswego vs. Baltimore & O. R. Co., 151 
I. C. C. 717, in which the Commission found that, in respect 
of shipments of grain in bond from Canadian points to certain 
of the North Atlantic ports for export to foreign countries, it 
had jurisdiction over such portion of the transportation as was 
performed within the United States. The examiner said the 
complainant considered the decision in that proceeding as 
controlling in the determination of the jurisdictional question. 
Continuing, the examiner said: 


Complainant’s shipments were not accorded continuous and unin- 
terrupted movement through the United States en route from the 
Canadian point of origin to the foreign countries, for reasons beyond 
the control of complainant and defendants. Certain portions of the 
shipments were disposed of in foreign countries other than those for 
which they were originally intended. Admittedly, however, it was the 
original and continuing intent of complainant that these shipments 
were to be exported to foreign countries, and all of them ultimately 
were so exported. Neither uninterrupted movement, continuous posses- 
sion by the carrier, nor unbroken bulk, is an essential of a through 
shipment. These are common. incidents of a through shipment; and 
when the intention with which a shipment was made is in issue, the 
presence, or absence, of one or all of these incidents may be important 
evidence bearing upon that question. But where, as here, it is admitted 
that the shipments made were at all times intended for export to for- 
eign countries, these incidents are without legal significance as bearing 
on the character of the traffic. Baltimore & O. S. W. R. Co. vs. Settle, 
20 U. S. 166. 

Complainant further contends that the facts that the Delaware. 
Lackawanna & Western Railroad Company, the delivering carrier de- 
fendant to New York, is a United States railroad, that complainant is 
a domestic corporation, and that the transportation which gave rise 
to the complaint took place in part within the United States all be- 
speak the Commission’s jurisdiction over these shipments. With re- 
spect to this contention, it will suffice to point out that, in its annual 
report of 1933 to the Congress, the Commission recommended that sec- 
tion 1 of the act be amended so as to bring squarely within the pro- 
visions of the statute the transportation of property from a place in a 
foreign country through the United States to a place in a foreign coun- 
tty, in so far as such transportation occurs within the United States, 
and that it renewed that recommendation in its annual report of 1934. 
Congress, however, has not seen fit to enact such an amendment. 
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Rail Refusal to Haul Trailers 


According to Examiner Leonard Way, whose views on this 
subject are stated in a proposed report in No. 29180, Ringsby 
Truck Lines, Inc., vs. Atchison, Topeka & Santa Fe et al., rail- 
toads are under no compulsion to transport on their cars empty 
or loaded semi-trailers of motor carriers of freight for such 
motor carriers, when asked by truck operators to perform such 
Service. 

_ Examiner Way recommended dismissal of the complaint of 
Ringshy Truck Lines, a motor common carrier operating be- 
tween Chicago, Ill., and Denver, Colo., and Los Angeles, Calif., 
IN Which Ringsby assailed, as in violation of section 1(4) of 
the act and the national transportation policy of Congress with 
respect to the preservation of a coordinated national transpor- 
tation system, refusal of the defendant railroads to establish 
Teasonable rates and charges, to provide reasonable facilities, 
and to make reasonable rules and regulations for the transpor- 
» Milwaukee flation of loaded and empty semi-trailers, used for transporta- 
sored by theftion of motor carrier freight, on flat cars, between Chicago, 
day, will be@Denver and Los Angeles. 

1 WBEM in Ringsby, the examiner said, last August had asked the 
anta Fe, the Burlington and the Union Pacific to provide such 
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transportation and facilities and establish rates therefor, and 
had been told that the service was not available, that no rates 
were published for the service, and that Ringsby would be 
advised if the service could be furnished. Thereafter, according 
to the report, the Union Pacific traffic manager advised the 
complainant by letter that “I am advised propositions similar 
to yours have been advanced by many trucking concerns on 
numerous occasions, and western carriers have declined these 
requests; therefore, I regret to advise you we cannot entertain 
the proposal as outlined by you.” 

Under the complainant’s proposal, said the examiner, rail 
transportation would be substituted for “over the road” truck 
movement, “at least during the present emergency period,” and 
complainant would continue to assemble the freight in semi- 
trailers, deliver the latter to the railroads, load and brace them 
on the flat cars, and at destinations would unload the semi- 
trailers and distribute the freight. 

In further discussion, the examiner said: 


The requirement of section 1(4) of part I that carriers provide and 
furnish transportation upon reasonable request therefor applies only 
to such traffic that the carriers holds itself out to transport. There is 
no holding out by defendants to transport loaded and empty semi- 
trailers used in transporting motor carrier freight. ... 

The traffic involved is covered by complainant’s through bills of 
lading. In dealing with the railroad, complainant is a common carrier 
in its relation to the shipper, and would be a shipper in its relation 
to the railroad. With respect to this situation, in Ex Parte 129, Substi- 
tuted Freight Service, 232 I. C. C. 683, 690, it is said: ‘‘But for it to 
act as a common carrier by motor vehicle and as a shipper by rail as 
to the same service is just as repugnant to the act as the reverse situa- 
tion of the eastern rail carriers, although in this instance it appears 
that it actually has common-carrier rights between Minneapolis and 
Terry.’’ 

And with respect to the contention of the railroads, which were 
using motor carriers’ substituted service, that they were shippers in 
relation to such carriers, at page 638 it is said: ‘‘But they cannot act 
as common carriers by rail and shippers by motor vehicle as to identic- 
ally the same service.’’ 

The Commission has applied this principle m Greer Broker Applica- 
tion, 23 M. C. C. 417, Leight Transfer & Storage Co. Broker Applica- 
tion, 30 M. C. C. 603, and Stone’s Express, Inc., Common Carrier Appli- 
cation, 32 M. C. C. 525. 

The Commission should find that defendant’s failure to establish 
the service and rates sought by complainant is not unreasonable. ‘lhe 
complaint should be dismissed. 


M. P. Motor Subsidiary Rights 


On consideration of additional evidence in MC 89723, 
Sub. 4, Missouri Pacific Freight Transport Co.—Extension— 
Texas, embracing Sub. 5—Extension Additional Texas Routes, 
joint board No. 77 has recommended that the key-point condi- 
tion attached to the applicant’s authority should be revised by 
excluding therefrom Palestine, Waco, Austin, Dilley, Navasota, 
Beaumont, Bay City, and Raymondville, Tex. 

The key-point restriction in the report and order of the 
Commission, division 5, in this proceeding (see Traffic World, 
Aug. 12, 1944, p. 370, prohibited transportation of shipments 
by the applicant as a common carrier by motor vehicle between 
any of the following points, or through or to or from more than 
one of such points: Fort Worth, Mineola, Longview, Palestine, 
Hearne (later changed by the applicant to Valley Junction), 
Navasota, Houston, Beaumont, Austin, San Antonio, Dilley, 
Laredo, Bay City, Odem, Raymondville, and Waco, Tex. 

The joint board said that the Commission clearly intended 
to authorize motor-carrier services that contributed to the 
expedited, efficient, and economical handling of rail traffic and 
to restrict such operations between the larger rail points where 
sufficient traffic justified the operation of freight cars. The 
board continued: 


As shown by the evidence, while the key points in question are 
break-bulk points and, in certain instances, cities of considerable size 
the less-than-carload traffic moving. between them is relatively light, 
consequently such traffic cannot be handled practically and economically 
by rail and it is evident that a more efficient transportation service Will 
result from the revision proposed. While protestant motor carriers 
oppose revision of the condition they offered no evidence in support 
of their position and the record does not indicate that they will be pre- 
judiced thereby. Furthermore, by the retention of Fort Worth, Mine- 
ola, Longview, Valley Junction, Houston, San Antonio, Laredo, and 
Odem as key points applicant will still be restricted from transporting 
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shipments between the principal distributing centers in Texas served 
by it. 


Purchase by Northland Greyhound 


Examiner Philip N. Crowley, in a proposed report in MC 
F-2578, The Greyhound Corporation—Control; Northland Grey- 
hound Lines, Inc.—Purchase—Wisconsin Power & Light Co., 
has recommended denial of an application of Northland Gray- 
hound Lines, Inc., of Minneapolis, Minn., for authority to 
purchase operating rights and certain property of Wisconsin 
Power & Light Co., of Madison, Wis., as a motor common 
carrier of passengers over routes between designated points in 
Wisconsin and between Green Bay, Wis., and Dubuque, Ia., for 
$260,000, subject to certain adjustments. 

The examiner observed that The Greyhound Corporation, 
of Chicago, Ill., controlled Northland through ownership of 
51.1 per cent of its outstanding common stock, and that slightly 
less than 45 per cent of Northland’s common stock was owned 
by the Great Northern Railway Co. He concluded that, in the 
light of the Commission’s views on “affiliation” of a motor 
carrier with a railroad as stated in Southwestern Greyhound 
Lines, Inc.—Merger, 39 M. C. C. 243, Northland was “affiliated” 
with the Great Northern to the extent that, under provisions 
of section 5(2)(b) of the act, it was necessary for the appli- 
cants in the instant transaction to show that its consummation 
would enable the Great Northern to use motor vehicle service 
to public advantage in its operations. The applicants, he said, 
contended that Northland was not affiliated with the Great 
Northern. He added: 


The Great Northern ... does not have lines east and south of the 
Twin Cities in the vicinity of the routes to be purchased from W. P. 
& L. The rails of the Chicago, Burlington & Quincy Railroad Co. do 
serve East Dubuque, IIl., intermediate to the Twin Cities and Chicago. 
The latter carrier is jointly controlled through stock ownership by 
Great Northern and Northern Pacific. . . . In the absence of evidence 
respecting Northland’s affiliates and the manner in which the motor- 
vehicle operations to be purchased will be used in its or their opera- 
tions, the examiner is of the opinion that, although the application 
should be denied at this time, such denial should be without prejudice 
to such further proceedings as applicants may request for the purpose 
of meeting the proof requirements of the provision of section 5(2)(b). 





LIFSCHULTZ FORWARDER AUTHORITY 


Examiner J. P. McGrath, in a proposed report in FF-95, 
Sub. No. 1, Lifschultz Fast Freight Forwarder Application, has 
recommended issuance of a permit to American National Bank 
& Trust Co. of Chicago and Samuel E. Lifschultz, trustees, dba 
Lifschultz Fast Freight, of Chicago, Ill., authorizing service as 
a freight forwarder with respect to commodities generally from 
points in southern Wisconsin, central and northern Illinois and 
northern Indiana, as described in the report, and from certain 
Mississippi River points in Iowa to points in Maine, New Hamp- 
shire, Vermont, Massachusetts and Rhode Island. 

The examiner stated in the report that if the applicants 
were authorized to extend their operations eastbound from and 
to the midwest state areas in question they intended to use 
their present facilities and employes in Chicago for assembling 
and consolidating shipments and their present facilities and 
employes at Boston, Mass., for break-bulk and distributing oper- 
ations. He said that a grant of authority as here recommended 
would enable the applicants to “round out their operations and 
to fulfill more completely the needs of the shippers between 
these points.” 


COLUMBIA RIVER CARRIER RIGHTS 


Examiners Leonard Way and C. B. Gray, in a propcesed 
report on further hearing and reconsideration in W-413, Wilbur 
J. Smith Common and Contract Carrier Application, have 
recommended modification of the findings in the prior report of 
June 22, 1942 (not printed) so as to authorize, in addition to 
performance of general towage by towing vessels between 
points in Oregon and Washington on the Columbia River and 
its tributaries, continuance of operation as a common Carrier 
by non-self-propelled vessels in the transportation of lumber 
products and contractor’s equipment between such points. The 
examiners noted that the authority granted in the prior reports 
was for operation as a common carrier by towing vessels in 
performance of general towage between points in Oregon and 
Washington on the Columbia River and its tributaries, in the 
area extending from Bonneville, Ore., to the Pacific Ocean, 
except for operation on the Willamette River only as far as 
Oregon City, Ore. 

The same examiners, in a proposed report on further 
hearing and reconsideration in W-432, Longview Tug Boat Co. 
Common and Contract Carrier Application, recommended sim- 
ilar modification of the authority granted the applicant in this 
proceeding in the prior report of June 22, 1942. As in the 
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case of Wilbur J. Smith, the Longview Tug Boat Co. hag 
obtained authority to perform general towage between points 
in Oregon and Washington on the Columbia River and its 
tributaries, and in its petition for reconsideration it sought 
authority to transport commodities generally on non-self-pro. 
pelled vessels with the use of separate towing vessels. The 
examiners proposed the grant of such additional authority 
limited, however, to transportation of lumber products. 


Proposed Reports 


Imported Kyanite Ore 


No. 29176, Chas. Taylor Sons Co. vs. Baltimore & Ohi 
et al. By Examiner C. K. Glover. Charges sought to be col. 
lected on imported kyanite ore (a crude aluminum silicate 
used in manufacture of fire-brick and refractory-products), car. 
loads, from Baltimore, Md., New York, N. Y., and New Orleans, 
La., to Taylor, Ky., proposed to be found unreasonable to extent 
of their excess over charges based on import commodity rate 
in effect over any of the routes participated in by the for. 
warding railroads from Baltimore and New York, and over 
charges at the combination rate from New Orleans, determined 
on the basis of actual weights. Finding proposed that failure 
of defendants to load cars to the marked capacities, except 
where the remnant of a consignment was insufficient for such 
purpose, resulted in charges that were unreasonable. Grant of 
authority to defendants to waive collection of applicable charges 
in excess of those found reasonable proposed. The examiner 
said the complainant made the contention, among others, that 
the excess charges sought to be collected resulted from the 
manner and method used by the defendants in loading of the 
ore at the port of import. He said the defendants generally 
contended that the outstanding charges were in accordance 
with the provisions of service order No. 68, requiring use of 
the minimum weights for the cars used, but noted that some 
of the cars here involved were not loaded to marked capacity 
by the carriers. He said that service order No. 68 did not af 
any time relieve the carriers of their obligation to load the 
cars supplied, other than the one containing the remnant lo 
of each consignment, to the applicable minimum weight, and 
that as amended the order required such loading. 


Iron and Steel Pipe 


No. 29174, “Automatic” Sprinkler Corporation of America 
vs. Pennsylvania Railroad Co., et al. By Examiner Harold M. 
Brown. Recommended that Commission find inapplicable cer- 
tain rates assessed on iron and steel pipe and fittings, and other 
miscellaneous articles, in mixed carloads, from Youngstown, 0, 
to Merrimac and Beaver Dam, Wis.; that applicable rates were 
not shown unreasonable; and that reparation with interest be 
awarded. The examiner said the complainant’s method of com- 
puting the charges resulted in the lowest aggregate charge that 
was authorized by the tariffs and approved and prescribed by 
the Commission in its sixth supplemental report on further 
hearing in Western Trunk-Line Class Rates, 204 I. C. C. 59. 
He said that the Commission should therefore conclude that 
rates computed on that basis resulted in the applicable rates 
to be assessed against the complainant’s shipments. 


Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration 
ef 20 days from date of service of reports (unless otherwise stated), 
become effective unless exceptions ivave been filed wethin the 20-day 
period or exceptions have been seasonably filed by other parties, of 
the order has been stayed or postponed by the Commission. State 
™ which applicant has home office is shown ‘n “black face” tyDé, 
with name of town or city following.) 


New York (Binghamton)—MC 37379, Sub. 11, Binghamto 
Warehouse & Terminal, Inc., extensions. Certificate proposed 
with conditions. General commodities, with exceptions, betwee 
specified New York points, for operating convenience only i 
connection with applicant’s presently authorized regular routes 
without service at intermediate points. Denial of applicatio! 
proposed with respect to general commodities, with exceptions 
at Homer and Cortland, N. Y., in connection with applicant! 
presently authorized operations between Syracuse and Bing 
hamton, N. Y., and points in Pennsylvania and south thereof. 

Vermont (East Concord)—MC 104269, Sub. 1, Ralph Brigg 
common carrier. Certificate proposed. Passengers, and baggag 
in the same vehicle with passengers, between East Concord, Vt 
and Littleton, N. H., over a described regular route, serving 3 
intermediate points. 

Missouri (Kirksville)—MC 38082, Sub. 4, Floyd Bailey, & 
tension. Permit proposed. Fresh meats, packing-house produc 
and equipment, materials, supplies, and advertising matter us¢ 
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Co. hadff in the conduct of such business, from Ottumwa, Ia., to Colum- 
2n points bia, Fulton, Jefferson City, and Marceline, Mo., over irregular 
and j utes. 

t ae ’ Missouri (St. Louis)—MC 61616, Sub. 30, Missouri Pacific 
-self-pro. Transportation Co., extension. Certificate proposed. Passengers 
els. Thelf and their baggage and express, mail, and newspapers, in the 
auth ority™§ same vehicle with passengers, serving all intermediate points 
Ss. between Raymondville and Harlingen, Tex., on U. S. highway 
96 on applicant’s presently authorized regular route between 
Riviera, Tex., and Harlingen, Tex., authorized in MC 61616, 
Sub. 12, June 23, 1941. 

Ohio (Massillon)—-MC 63360, Sub. 2, Joseph B. Schrader 
(Marie M. Keniray, executrix), extension. Certificate proposed. 
Household goods, between points in Stark county, O., on and 
west of Reedurban road, on the one hand, and, on the other, 
points in Ind., Ky., Mich., N. J., N. Y., Pa., Tenn., W. Va., and 
the District of Columbia, over irregular routes, traversing Del. 
and Md. for operating convenience only. ; 

Ohio (St. Clairsville) —-MC 845, Sub. 1, Wheeling St. Clairs- 
ville & Cambridge Transportation Co., Inc., extension. Certifi- 
cate proposed. Passengers and their baggage, and express, mail, 
and newspapers in the same vehicle with passengers, over de- 

and over «ribed Ohio routes, serving all intermediate points. 
letermined Pennsylvania (Connellsville)—-MC 41880, Sub. 1, Harry 
1at failure pull, extension. Certificate proposed. Household goods, be- 
eS, except tween Connellsville, Pa., on the one hand, and, on the other, 
t for such pints and places in Ohio, over irregular routes. _s 
_ Grant of Pennsylvania (Guys Mills) —-MC 105297, F. W. Childs, com- 
yle charges mon carrier. Certificate proposed. Household goods, between 
examiner points and places in Crawford county, Pa., on the one hand, 
thers, thatffand, on the other, points and places in O., W. Va., and N. Y., 
from thefover irregular routes. 
ling of the Tennessee (Clinton)—-MC 102541, Sub. 1, Newman & Pem- 
; generally berton, extension. Permit proposed. Empty tin cans, from 
accordance Cincinnati, O., to Chestnut Hill, Tenn., and canned food, from 
‘ing use of™Chestnut Hill to Cincinnati, serving no intermediate points, 
that some™ over a described route. 
2d capacit Texas (Fort Worth)—-MC 1968, Sub. 30, David C. Hall. 
did not a Certificate proposed. General commodities, with exceptions, be- 
o load theg tween specified Louisiana points, serving no intermediate points, 
emnant lo for operating convenience only in connection with applicant’s 
veight, andj presently authorized regular routes. ; 
' West Virginia (Philippi)—-MC 105102, Junior Davis, com- 
mon carrier. Certificate proposed. Agricultural commodities, 
and ordinary livestock, from specified points in five W. Va. 
of Americag counties to Pittsburgh, Pa., and seed, animal and poultry feed, 
Harold M@fertilizer, wire, fence and fencing, farm machinery, and empty 
licable cerg containers for agricultural commodities, from Pittsburgh to 
; and otherg Points and places in the aforementioned W. Va. counties, all 
1gstown, 0,g over irregular routes. 
rates were Alabama (Birmingham)—MC 11207, Sub. 47, Deaton Truck 
interest beg Lines, Inc., extension. Certificate proposed. Roofiing and roof- 
nod of com-@'"9 materials, in truckloads, from New Orleans and Marrero, 
charge that la, Memphis, Tenn., Port Wentworth and Savannah, Ga., to 
escribed byl points in Alabama; petroleum and petroleum products, in 
on furtherg tuckloads, from New Orleans, Baton Rouge, Gretna, and 
— C. C. 595g Destrehan, La., to all points in Alabama; broomhandles, in 
elude that "uckloads, from Crosby, Miss., to Birmingham, Ala.; tires and 
icable rates ubes, in truckloads, from Natchez, Miss., to Birmingham, 
Montgomery, and Selma, Ala., and Atlanta and Columbus, Ga.; 
‘ tie fabric, in truckloads, from Columbus, Porterdale, LaGrange, 
ad Thomaston, Ga., to Natchez, Miss.; and contractors’ tools 
and equipment, in truckloads, between all points in Alabama, 
on the one hand, and, on the other, all points in Ga., Fla., S. C., 
N.C., Ky., Tenn., Miss., and La., over irregular routes. 

California (San Francisco)—-MC 78786, Sub. 151, Pacific 

Motor Trucking Co., extension. Certificate proposed, with con- 
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v4 ponents litions. General commodities, with specified exceptions, be- 
ission. state @lveen Vallejo, Calif., and Calistoga, Calif., over California high- 
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way 29, serving all on-rail intermediate points, subject to 
tOnditions, one of which was that the service to be performed 
should be limited to that which was auxiliary to, or supple- 
mental of, railroad or railway express service. 
California (San Francisco)—MC 105373, San Francisco 
Storage Co., common carrier.’ Household goods, between San 
ncisco, on the one hand, and, on the other, points within 
% miles of San Francisco, over irregular routes. 
\ Illinois (Roscoe)—MC 96400, Sub. 1, Andrew J. Dwyer, 
th exceptio§fextension. Certificate proposed. Livestock, between specified 
th applicant llinois and Wisconsin points; commercial fertilizer, between 
se and Bing@specified Indiana, Illinois, and Wisconsin points; feed and 
south there@grain, from Burlington, Wis., to points in four Illinois counties; 
Ralph Briggfeed, commercial fertilizer, and grain, from Madison, Wis., to 
, and bagga9@Points in the aforementioned Illinois counties; and feed, com- 
Concord, Vt@mercia! fertilizer, grain, and lime, from points in Milwaukee 
te, serving 4 ey: Wis., to points in three Illinois counties, all over irreg- 
ar routes. 
yd Bailey, ®§. Kansas (Eskridge)—MC 58143, Sub. 1, Ross Justus, exten- 
ouse produc Sion, Certificate proposed. Livestock, between Eskridge, Kan., 
g matter uset and specified points with 15 miles thereof, on the one hand, 
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and, on the other, Kansas City, Kan., Kansas City and St. 
Joseph, Mo.; feed. from Kansas City, Kan., North Kansas City, 
Kansas City, and St. Joseph, Mo., to Eskridge, Kan., and 
specified points within 15 miles thereof; agricultural machinery 
and parts, between Eskridge, and specified points within 15 
miles thereof, on the one hand, and, on the other, Kansas City, 
Mo.; and fencing, seed, roofing, twine, and wire from North 
Kansas City and Kansas City, Mo., to Eskridge, and specified 
points within 15 miles thereof, all over irregular routes. 

Kansas (Meriden)—-MC 105459, J. C. Crawford, common 
carrier. Certificate proposed. Livestock, between Meriden, Kan., 
and points within 12 miles thereof, on the one hand, and, on 
the other, Kansas City and St. Joseph, Mo.; feed, from Kansas 
City and St. Joseph to Meriden and Hoyt, Kan.; and agricultural 
machinery parts from Kansas City to Meriden, all over irreg- 
ular routes. 

New Hampshire (Littleton)—-MC 94022, Sub. 3, Carroll G. 
Lewis, extension. Passengers and their baggage, between Lit- 
tleton, N. H., and Gilman, Vt., over a described regular route, 
serving all intermediate points. 

Pennsylvania (Uniontown)—MC 405, John Girard, common 
carrier. On further hearing, certificate proposed, with condi- 
tions, and findings in prior report, 43 M. C. C. 866, proposed 
to be modified. General commodities, with exceptions, between 
Pittsburgh, Pa., and Clarksburg, W. Va., over U. S. highway 19, 
serving specified intermediate and off-route points; and between 
designated points in W. Va., Pa., N. Y., N. J., and Md., serving 
specified intermediate and off-route points. 

Pennsylvania (York)—MC 102616, Sub. 257, Coastal Tank 
Lines, Inc., extension. Certificate proposed. Petroleum prod- 
ucts, coal tar products, liquid fuels, and commercial solvents, 
in bulk in tank truck, over irregular routes, from points in the 
Washington, D. C., commercial zone to all points in Maryland, 
and specified Virginia, and West Virginia points, and returned 
or rejected shipments from the specified destination points to 
the specified origin points. 

Rhode Island (Woonsocket)—MC 105372, Theodose A. 
Cloutier, contract carrier. Denial of permit proposed. Wool 
tops between Woonsocket, R. I., on the one hand, and, on the 
other, Lowell, Lawrence, Southbridge, Barre, Chelmsford, North 
Chelmsford, and Norton, Mass., over irregular routes. 

Illinois (Chicago)—-MC 16947, Lincoln Express & Freight, 
Ine., common carrier. Denial 6f application proposed, on. fur- 
ther hearing. General commodities, with exceptions, between 
points in northwestern Illinois, eastern Wisconsin, and Menom- 
inee, Mich., over regular routes. 

North Dakota (Valley City)—-MC 105574, Ed Spiker, con- 
tract carrier. Permit proposed. Live poultry, eggs and cream 
from Valley City, N. D., to Moorhead, Minn., and animal and 
poultry feed, and empty egg cases, cream cans, and poultry 
coops, from Moorhead to Valley City, over irregular routes. 

New York (Hamilton)—-MC 79135, Sub. 4, L. Allen Cossitt, 
extension. Certificate proposed, with conditions. Agricultural 
products and carriers and containers therefor, and seeds, fer- 
tilizers, animal feeds, spraying equipment, and insecticides and 
fungicides, between points in five N. Y. counties, with excep- 
tions, on the one hand, and, on the other, points in Pa., N. J., O., 
Del., Md., District of Columbia, Va., and W. Va., over irreg- 
ular routes. 

Ohio (Minerva)—-MC 44042, Sub. 1, Howard Barber, ex- 
tension. Permit proposed. Paperboard and chipboard from 
Toronto, O., to specified Pa. and W. Va. points; scrap paper 
and paper skids from the specified Pa. and W. Va. points on 
return trips to Toronto; chemicals used in paper manufactur- 
ing, from Pittsburgh, Pa., to Toronto, O., over irregular routes. 

West Virginia (Point Pleasant)—-MC 32562, Sub. 2, Point 
Pleasant Transportation Co., Inc., extension. Certificates pro- 
posed. General commodities, with exceptions, from Point Pleas- 
ant, W. Va., to Columbus, O., Columbus to Point Pleasant, and 
Pomeroy, O., to Mason City, W. Va., over described routes, 
serving specified intermediate and off-route points, and be- 
tween Chillicothe, O., and Huntington, W. Va., over a described 
route, and return, serving no intermediate points. 


EASTERN MOTOR RATE PROTEST 


A tariff item of Eastern Motor Freight Conference, Inc., 
effective April 14 (item 1780-A, supplement No. 2, to Eastern 
Motor Freight Conference, Inc., MF-I. C. C. No. A-7), has been 
protested by the Price Administrator, on his own behalf and 
on behalf of the Economic Stabilization Director. Said the 
administrator: 


Carriers propose to cancel the class 5 basis on aluminum turnings 
(partly or wholly manufactured articles, not scrap), in packages, and 
apply in lieu thereof a rating of class 2, when not nested, and class 
3, when nested or flat. These are the ratings now applicable on alumi- 
num articles, N. O. I. B. N., not nested, and nested or flat under item 
1540 of official motor freight classification No. 3. 


As justification for the proposed increased ratings, said the 
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administrator, the respondent.“‘merely claims” that there should 
be no lower rating on partly or wholly maufactured aluminum 
than on aluminum articles, N. O. I. B. N., and that item 1780 of 
the classification was in conflict with item 1540. 

Calling the Commission’s attention to item 6275 of the 
classification in which brass, bronze and copper turnings were 
rated class 5 and to item 31955 in which magnesium turnings 
were rated class 3, the administrator said it was his view that 
aluminum turnings should not be rated higher than analogous 
articles having the same transportation characteristics. 


Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules 
mm it have been suspended. Suspension orders contain many sched- 
ules not reproduced here. Details of such orders are published in 
Yhe Daily Traffic World and Bulletin and The Traffic Bulletin.) 


In I. and S. M-2522, the Commission suspended from 
April 10, until November 10, the operation of certain schedules 
published on 6th Revised Page No. 105 and 10th Revised 
Page No. 112 to tariff MF-I. C. C. No. 19 of Rocky Mountain 
Motor Tariff Bureau, Inc., agent, Denver, Colo. The suspended 
schedules proposed to establish new and increased minimum 
class rates applicable to shipments moving between points in 
Colorado and Wyoming and points in Illinois, Wisconsin, Mis- 
souri and Kansas. 


Truck “Demurrage” Proposal 


The Chicago Association of Commerce has asked the Com- 
mission to suspend a tariff publication identified as item 375 in 
supplement 44 to tariff MF-I. C. C. No. 80 of Central States 
Motor Freight Bureau, Agent, published to become effective 
April 16, and described by the protestant as an apparent at- 
tempt to establish a charge for detention of motor vehicles pat- 
terned after the demurrage charges assessed by railroads for 
delays in the loading and unloading of cars. 

“The proposal establishes a new item providing charges for 
delays in the loading, unloading, and for waiting to load or 
unload, motor vehicles beyond a specified time,” said the Chi- 
cago association. “The time varies according to the volume of 
freight to be loaded or unloaded and is claimed by the carriers 
to be necessary to provide a more efficient use of motor vehi- 
cles.” 

The protestant contended that conditions surrounding the 
loading, unloading and transportation of freight by truck were 
so different from those with respect to rail carriage as to make 
any attempt at comparison without value. It said the existence 
_of a detention or demurrage charge for one type of transporta- 
tion afforded no justification for a similar charge for the other 
form. Loading and unloading of trucks, the association said, 
was the duty of the carriers and must be performed by the 
carrier with respect to both truckload and less-truckload traffic. 
Therefore, it added, the amount of the time required for loading 
and unloading was chargeable to the carriers’ employes and 
generally not to the shipper or the receiver. It maintained that 
to the extent the proposal here protested went beyond the need 
of the carriers to obtain efficient use of equipment, it amounted 
to a direct increase in transportation charges, and that if any 
increases were necessary they should be published as freight 
rate increases in the carriers’ tariffs and not by ‘the indierct 
method of assessing penalty charges for so-called vehicle de- 
tention.” 

The protestant said that the proposed item resulted in 
charges that were. excessive and unreasonable, that it was 
ambiguous and uncertain in its application, in violation of sec- 
tions 216 and 217 of the motor carrier act; that it was ambig- 
uous and uncertain in its attempt to establish the time when 
“free time’ began, when “free time” ended or when the time 
for which charges would be assessed began and ended, and that 
the item did not meet the requirements of the Commission’s 
tariff circular No. 3, requiring the publication of rates, ratings, 
rules and regulations in clear and unambiguous terms. 


Florida Shipside Rate Protests 


Saying that the Florida East Coast Railway Co. proposed 
to cancel the shipside application of local and proportional ex- 
port and import rates to or from Port Everglades and Port of 
Palm Beach, Fla., and the Seaboard Air Line Railway Co. pro- 
posed to do the same with respect to Port Everglades, the 
Price Administrator, on his own behalf and on behalf of the 
Economic Stabilization Director, has asked the Commission to 
suspend two tariff items published to become effective April 16. 
A similar protest was filed with the Commission by the Broward 
County (Fla.) Port Authority. 
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The protested items were identified in part as Florida 
East Coast Railway Co., trustees, I. C. C. No. 994, supplement 
17, page 2, and Seaboard Air Line Railway Co., receivers 
I. C. C. No. A-8055, supplement 13, page 2. 

According to the Price Administrator, the carriers had 
said that in the present emergency Miami, Fla., had become an 
important export and import point as well as Port Everglades 
and Port of Palm Beach; that local and proportional export 
and import rates to or from Miami had never been accorded 
shipside application; and that because of added costs and the 
depressed nature of the rates from or to these three ports, it 
became necessary to cancel the present shipside application 
of the rates at Port Everglades and Port of Palm Beach rather 
than extend the application to Miami. 

“With the cancellation of the shipside application of the 
rates to or from Port Everglades and Port of Miami, the han. 
dling charges at these ports will necessarily be added to the 
rates,” said the Price Administrator. 

The Broward County Port Authority alleged that the 
carriers were endeavoring to remove and cancel shipside ap- 
plication in connection with the rates published to and from 
Port Everglades “to effectuate substantial increases in the 
charges applicable on export and import traffic moving through 
that port,” and that similar action was proposed by the F. E. ¢. 
in connection with the rates published to and from Ft. Pierce 
and the Port of Palm Beach. 

Said the Broward county authority: 

“If the proposed cancellation is permitted to become ef- 
fective the wharfage and handling charges published in Agent 
R. H. Hoke’s Port Charges Tariff 326-G, I. C. C. No. 834 will 
be added to the line-haul rates to cover the services necessary 
to effectuate delivery to shipside; the same services as are now 
rendered without additional charge.” 

The authority said it understood and believed that the 
proposed cancellation of shipside application at Port Everglades, 
Ft. Pierce and Port of Palm Beach “had its inception in and 
stems directly from’ a request by Miami for shipside applica- 
tion in connection with the rates to and from that port as 
published. 

“In so far as we know,” continued the port authority, 
“Miami did not ask for or insist upon the cancellation of ship- 
side application at Port Everglades or at any of the other 
South Florida ports covered by the tariffs.” 


RAIL PETROLEUM RATE PROTEST 


The Price Administrator has filed with the Commission a 
request for suspension of items in supplement No. 89 to Agent 
Peel’s tariff I. C. C. No. 3517, published to become effective 
April 15, saying that by this publication increases are proposed 
in carload rates on petroleum and petroleum products from 
points in southwestern territory to Kinston and New Bern, 
N. C., points on the Atlantic Coast Line. The protestant said 
the rates proposed were the rates from the same origins to 
the same destinations presently in effect for the account of 
the Atlantic & Eastern Carolina Railway. 

The Price Administrator noted that the rail carriers parties 
to the tariff here involved stated, in justification of their pro- 
posal, that restoration of relief-line arbitraries for the account 
of the A. & E. C. had been made in supplement No. 78 to 
SWL tariff No. 123-I, Agent Peel’s I. C. C. No. 3517, effective 
October 15, 1944, but that consideration had not been given 
then to common points on that line, and that. it was now pro- 
posed to provide rates to Kinston on the A. C.L. and New 
Bern on the A. C. L. and Norfolk Southern, the same as pub- 
lished to these stations on the A. & E. C. 

“There appears to be no authority for the addition of short 
or weak line arbitraries when the routes to common points 
do not embrace a short or weak line,” said the Price Adminis- 
trator. ‘Logical routes are maintained for Atlantic Coast Line 
delivery to Kinston and New Bern. Therefore, the proposed 
rates appear to be unlawful, in violation of section 1... .” 





’ 


LOG CAR DEMURRAGE CHARGES 

L. D. McFarland Co., Oregon logging firm, in a complaint 
filed in No. 29292, L. D. McFarland Co. vs. Southern Pacific 
Co., has asked the Commission to require the Southern Pacific 
Co. to establish and maintain for the future a just and rea- 
sonable special exemption to its demurrage rules and charges 
governing liability for demurrage for detention of cars on 
Oregon logging railroads under ‘such circumstances of cas- 
ualty” as were described in its complaint. 

Because of a fire that destroyed a bridge on an Oregon 
logging railroad connecting with the Southern Pacific, the 
McFarland company said, two flat cars of cedar logs destined 
for Springfield, Ore., were detained for about one month on the 
logging line. It said that the company was assessed demurrage 
charges that, if collected, would be unjust and unreasonable in 
violation of section 1 of the interstate commerce act, and that 
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the Southern Pacific had failed to put in effect a special exemp- 
tion to demurrage rules and charges that would apply in such 
instances. It asked for a waiver of collection of the claimed 
undercharges to the extent that they exceeded the per diem 
earned by the cars in the period of detention. 


Wool and Mohair Rates 


Efforts of the Department of Agriculture, the War Food 
Administration and wool growers’ organizations to persuade the 
Commission to reinstate its investigation in No. 28863, Rates on 
Woo! and Mohair, were described by the railroads as “studied 
and persistent whipsawing of the railroads, and of the Commis- 
sion, too,” in a reply by the railroads to the petition of the 
Agriculture Department, the W. F. A. and the wool growers’ 
groups for reconsideration and reversal by the Commission of 
its order of February 5, denying previous petitions for rein- 
stitution of the investigation in No. 28863 (see Traffic World, 
March 31, p. 828). : 

The railroads said they had hoped but apparently in vain, 
that an end had come to the filing of petitions by the aforesaid 
interests for reconsideration and for “re-reconsideration” in the 
wool and mohair rate investigation. 

“First, the one group files a petition in which the other 
fervidly joins, and next the other group files a petition in which 
the one group fervidly joins,” the railroads said. “And appar- 
ently the end is not in sight. By this continued ‘softening-up’ 
process of ‘war of attrition’ the collaborating petitioners seem 
confident that they will eventually reduce the resistance to the 
point of helplessness and capitulation or annihilation.” 

The latest petitions by the agricultural agencies and wool 
growers’ organizations, the railroads said, “present nothing 
whatever that was not before the Commission on the previous 
petitions, but are based on the same grounds as the previous 
petitions considered and denied by the entire Commission, and 
are, therefore, most certainly ‘successive’ petitions within the 
prohibition of Rule 101(f).” 


Describing as “clearly wrong” the views of the petitioners 
that section 5(b) of the transportation act of 1940 was absolute 
in its command that the Commission should act at once and 
regardless of existing conditions, when shippers requested an 
investigation of rates by the Commission as authorized by that 
section, the railroads said that section 5(b) did not prescribe 
or specify any particular time within which the Commission 
should act thereunder, but left this to the Commission’s own 
judgment. 

“Certainly,” they continued, “the requirements of the sec- 
tion fall far short of compelling the Commission to jump through 
the hoop at once when Agriculture or such nationwide organ- 
izations as the Wool Growers’ Association sees fit to crack the 
whip.” 

They averred that an investigation of this sort under pre- 
sent conditions would be futile. They maintained that the Com- 
mission, by institution of its investigations of class rates and 
classifications in Nos. 28300 and 28310, had already taken action 
within contemplation of section 5(b), and that that section did 
not contemplate duplication of investigations already under way. 
Rates on wool and mohair were embraced in those investiga- 
tions, and to the extent they were so embraced, they were re- 
ceiving the very type of treatment required by section 5(b), 
contended the railroads. 


They referred to an address delivered by the president of 
the National Wool Growers’ Association at its Fort Worth, Tex., 
convention January 29-31, 1945, and cited wool industry prob- 
lems that he discussed. They added that “nowhere in his list 
of problems in the wool industry requiring immediate action 
did the president of the association make the slightest reference 
to freight rates.” They reiterated their position that the peti- 
tions to which their reply was addressed should be denied. 


Regular and Irregular Routes 


There was nothing in the interstate commerce act that in 
any way restricted or limited irregular route operations of mo- 
tor carriers as to plan of operations, number of shippers that 
might be served, solicitation that might be performed, terminals 
that might be maintained, routes over which operations might 
be conducted, periodicity of their service or time schedules that 
they might follow, said A. R. Fowler, of St. Paul, Minn., tariff 
publishing agent, in a brief setting forth exceptions to the 
tentative report by the Commission, division 5, in MC C-246, 
Transportation Activities of Brady Transfer & Storage Co. (see 
Traffic World, Dec. 30, 1944, p. 1676, and April 7). 

_ He said he filed the exceptions and brief on behalf of 
itreguiar-route motor common carriers parties to his MF- 
LC. C. No. A-26 (Associated Motor Carriers Tariff Bureau 
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Freight Tariff No. 8-A) and his MF-I. C. C. No. B-3 (Highway 
Tariff Bureau Freight Tariff No. 3). 

Mr. Fowler said that, generally, a motor carrier operating 
over irregular routes provided service throughout a territory, 
depending on the scope of his authority. 

“The territory may be extremely limited or cover several 
states, or cover (as is the case in connection with the operations 
of certain household goods movers) the entire nation,” he con- 
tinued. ‘The scope of the authority has a large bearing on the 
method of operation. The more limited or restricted the scope 
of authority, the more likelihood there is of the carrier having 
fixed termini and rendering service over definite highways and 
providing scheduled operations, With such limited operations 
most of the characteristics identified with regular route opera- 
tions are present. We hold that the only characteristics identi- 
fied exclusively in connection with regular route operation is 
service as intermediate points on the routes. 

“We believe that the indefiniteness characterizing the re- 
port would lead to disaster for irregular-route operators. . . 

“We object particularly to the inference that a fixed pe- 
riodicity of service characterizes only regular-route operations. 
Many irregular-route operations have a pattern followed from 
day to day and week to week. For example, a livestock hauler 
may pick up his livestock throughout his radial territory, as- 
sembling it at stockyards at his home terminal, where his line 
haul truck will reload, leaving the terminal at a regular hour, 
traveling a regular route to the market where he will arrive at 
a fixed hour each day. This schedule will be generally followed 
during one season of the year, when it will be altered but an- 
other schedule followed during the other seasons. Likewise a 
regular plan of operation may be followed for the return move- 
ment. On this return movement he will have a load of miscel- 
laneous less-than-truckload shipments for the dealers and farm- 
ers in his home community. 

“There is no single practice or characteristic and no com- 
bination of practices or characteristics discussed in the report 
which conclusively indicate the type of service. .. . An irregular- 
route carrier may perform service authorized by its certificate 
with no limitation other than as may be set forth in its cer- 
tificate.” 

Garrett Freightlines, Inc., of Pocatello, Ida., in exceptions 
to the Commission’s tentative report in the Brady case, stated 
the objection that the Commission had not discussed “the prin- 
ciple that a regular-route operation can be unlawfully converted 
into an irregular-route operation unless the change-over is 
specifically authorized by the Commission; that is, that the 
unlawful conversion works both ways.” It said the Commis- 
sion’s discussion of schedules was not broad enough to cover 
situations involving small operators with only one or two trucks 
who, for lack of equipment, did not maintain daily schedules, or 
broad enough to cover wartime operations under orders of the 
Office of Defense Transportation restricting the operation of 
schedules unless they met loading requirements. Generally, 
however, it said, it was in full accord with the tentative report 
of division 5. Garrett Freightlines said it was a regular-route 
common carrier. 

If an operator used only one or two vehicles and the vol- 
ume was small, so that trips were made perhaps weekly or 
bi-monthly but were made whenever the volume of traffic 
offered by the general public was sufficient to justify an opera- 
tion, Garrett said, the Commission should state that such opera- 
tion when conducted over a single route and serving points 
generally along that route was still a regular route operation 
and required regular route authority. It averred that “the in- 
tent of the operator as to the service he intends to perform 
must be the criterion by which the nature of the operation is 
determined.” 

Garrett said that in many route-acquisition cases the Com- 
mission had permitted a single carrier to hold certificates call- 
ing for both regular and irregular route service, but had re- 
quired, as a condition of the acquisition, the maintenance of 
the separate natures of the two operations. It added that, 
“unfortunately, the Commission has not yet laid down rules 
by which carriers can comply with such a mandate.” It said 
that performance of through service where both regular and 
irregular certificates were involved must necessarily be a viola- 
tion of one or the other of the two types of certificates, ‘“be- 
cause the operator has of necessity either converted the irreg- 
ular authority into a regular route operation or he has con- 
verted the regular route authority into an irregular route oper- 
ation.” 

FALWELL FREIGHT OPERATIONS 

Falwell Fast Freight, Inc., of Lynchburg, Va., has filed 
with the Commission a motion for dismissal of the complaint 
in MC C-481, Brooks Transportation Co., Inc., vs. Falwell Fast 
Freight, Inc. (see Traffic World, March 24, p. 711, and March 31, 
p. 887). In that complaint, Brooks alleged that Falwell had 
converted a certificate for irregular-route operations into an 
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exclusively regular-route operation, without requisite authority 
from the Commission. 

In its motion for dismissal, Falwell said that the complaint 
stemmed entirely from displeasure of Brooks over the loss of 
traffic that it formerly transported and not from any violations 
of the act by Falwell, and that Brooks had brought accusations 
against Falwell, “based upon beliefs alone.” Falwell said that 
the charge that it had converted an irregular route into a reg- 
ular route was not sound in law, “as the law does not provide 
a criteria for determining when an irregular route carrier be- 
comes a regular route carrier.” 

“Moreover,” said Falwell, ‘“‘the Commission has not promul- 
gated any definite rules or regulations by which the operation 
of an irregular route carrier can be distinguished from a reg- 
ular route carrier except as to the highways over which the 
operation may be performed. Even in designating the high- 
ways, the Commission has not decreed that the frequent use of 
a given highway by an irregular route carrier, when such car- 
rier has several highways from which to choose the one to use, 
amounts to, in fact or law, the operation of a regular route 
Carrier... .7 


ERIE REFINANCING PLAN 

In an application docketed as Finance No. 14887, the Erie 
Railroad Co. has asked the Commission for authority to issue 
first consolidated mortgage bonds in a total amount of $83,775,- 
000, comprising bonds of series F in the amount of $33,900,000 
to mature in 1990, series G in the amount of $40,000,000 to 
mature in 2000, series H in the amount of $5,500,000 to mature 
in 1953, and series I in the amount of $4,375,000 to mature in 
1995, and has set forth in its application its belief that the 
proposed bonds of series F, G and H can be sold “on such 
terms as will result in substantial savings in interest to the 
applicant, the amount of such savings being dependent upon the 
bids to be received.” 

The series F and series G bonds, aggregating $73,900,000, 
are to be issued and sold, according to the application, for the 
purpose of redeeming or paying a like principal amount of the 
$74,212,650 principal amount of series B bonds issued under the 
applicant’s first consolidated mortgage. The applicant adds that 
the series H and series I bonds are to be issued “in respect of 
reimbursement pro tanto of the treasury of the applicant for 
the purchase of the $14,000,000 principal amount of collateral 
trust notes . . . which were purchase by applicant as set forth 
in the application of Erie Railroad Co. dated March 23, 1943, in 
Finance Docket No. 14153. . . .” The applicant stated that it 
had issued, in March, 1943, $10,000,000 of its 3% per cent se- 
cured serial notes, of which only $5,500,000 maturing March 15, 
1953, were subject to redemption. It said it now proposed to 
call these serial notes in the amount of $5,500,000 for redemp- 
tion and that this would result in the release of $6,875,000 of 
series B bonds from pledge under the trust indenture under 
which the secured serial notes were issued, leaving $4,375,000 
of series B bonds pledged under that indenture as security for 
the non-callable notes. The applicant said it proposed to call 
for redemption the entire issue of series B bonds, including the 
$6,875,000 to be released from pledge and the $4,375,000 pledged 
as security for the non-callable serial notes. 


K. C. SOUTHERN NOTE ISSUE 


The Kansas City Southern, in Finance No. 14893, has asked 
the Commission for authority to issue $7,700,000 promissory 
notes to obtain additional funds with which to purchase $14,- 
000,000 face value of the applicant’s refunding and improve- 
ment mortgage bonds issued and sold as of July 1, 1909. The 
K. C. Southern said it had acquired bonds of that issue having 
face value of $7,000,000, and that with the proceeds of the 
instant note issue and available cash it contemplated calling 
the outstanding $14,000,000 in bonds as part of a plan to refund 
its outstanding bonded indebtedness of $64,000,000, evidenced 
by four bond issues. 


B. & O. OPERATION TO DETROIT 


The Baltimore & Ohio, in Finance No. 14891, has asked the 
Commission for authority to acquire trackage rights over the 
New York Central between Toledo, O., and Detroit, Mich., for 
through passenger, mail, and express train operation, to super- 
sede a joint-operation agreement with the Pere Marquette that 
expires June 7. The proposed agreement, said the B. & O., was 
to run 10 years from June 7, and thereafter, unless terminated 
by notice of either party, and would give the B. & O. the right 
to operate between the N. Y. C.’s Toledo union passenger sta- 
tion and its passenger station in Detroit, and to employ certain 
facilities and personnel of the N. Y. C. at the two terminals. 
Continuing, the B. & O. said: 


Aside from the greater economy and operating efficiency of a through 
service performed solely by one company, as will be accomplished by 
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applicant’s securing trackage rights over the line of the Central com. the 
pany, the proposed trackage operation should be more desirable than res} 
the joint service with the Pere Marquette for several reasons. In the ent 
first place, the owned and leased lines of the Central company between gov 
Toledo and Detroit is a double-track main line and is approximately 57 sat 
miles in length, wnereas the line of the Pere Marquette between such me’ 
points is a single-track railroad and the distance is approximately 64,3 con 
miles. The station and facilities of the Central company at Detroit are t 
larger than those of the Pere Marquette and afford connections with ou 
trains of the Canadian Pacific railway, whereas no other railroads reach me 
the Pere Marquette station. With the increase in length of passenger to | 
trains it has been found necessary, because of the short track in the Or | 
Pere Marquette Detroit station, to disconnect the engines of the trains 
in the through service before entering the station and this is incon- § eal 
venient and unsatisfactory. The longer tracks at the station of the tha 
Central company at Detroit make such action unnecessary. re 
In 1944, said the B. & O., approximately 400,000 passengers | Sh 
used the through Detroit-Toledo service. ure 
a_i ace go 
C. & E. l. BOND ISSUE wo 
Chicago & Eastern Illinois Railroad Co., in Finance No, § it ' 
14892, has asked the Commission for authority to issue and & pe! 
sell $9,400,000 first mortgage bonds, series B, due 1985, and to §& ser 
nominally issue an additional $1,244,000 of such bonds. It said § pro 





the $9,400,000 series B bonds were proposed to be sold for the 
purpose of obtaining funds to be used, together with funds now 
available in the applicant’s treasury, for the retirement, through 
redemption or otherwise, of all the applicant’s outstanding first 
mortgage 4 per cent bonds, series A. The $1,244,000 series B 
bonds, said the applicant, were proposed to be authenticated 
by the trustee under the applicant’s first mortgage and delivered 
to the applicant to be held in its treasury, any pledge or sale 
thereof to be made only on future authorization therefor by 
the Commission on further application. 

The series B bonds, continued the applicant, would be dated 
May 1, except as otherwise provided in the first mortgage with 
respect to registered bonds without coupons, would mature 
May 1, 1985, and would bear interest, payable semiannually on 
May 1, and November 1, at a rate to be specified by the suc- 
cessful bidder or bidders on a sale of $9,400,000 of the bonds 
pursuant to competitive bidding. The first mortgage bonds, 
series A, to be retired, exclusive of those held in the sinking 
fund, said the applicant, were now outstanding in the principal 
amount of $10,059,000, all presently owned by the Reconstruc- 
tion Finance Corporation, plus $1,244,000 series A bonds pledged 
with R. F. C. to secure it against a loss on the series A bonds 
owned by it, pursuant to the terms of a collateral pledge agree- 
“ey = as of January 6, 1941, between the applicant and 

The applicant said it had made provision for retirement of 
$659,000 principal amount of the series A bonds, and that the 
necessary steps had been taken or were being taken to effect 
the retirement of that amount of the bonds prior to date of 
delivery of the series B bonds covered in the instant applica- 
tion. After completion of such steps, said the applicant, there 
would remain outstanding $9,400,000 principal amount of series 
A bonds, exclusive of such bonds held in the sinking fund and 
—— principal amount of such bonds pledged with 








































“Social Responsibility” in Sales 


Sales executives would have a broader responsibility than 
ever before in the post-war period to do a job of “engineered 
distribution” and to balance production and consumption, thus 
wiping out recurrent peaks and valleys in business, said J. N. 
Bauman, vice-president in charge of sales of the White Motor 
Co., in an address before the Advertising Club of Washington, 
D. C., April 3. 

“It is my deep conviction that private enterprise is at the 
turning point of its career and the court of public opinion will 
decide its future,” said he at one point. “It has its great oppor- 
tunity—and possibly its last—to take over the leadership that 
will make possible the achievement of this goal (of continuing 
employment). The stakes are much higher than the success 0 
the individual in business or his business organization. . . .” 

He said federal officials had indicated that private enter- 
prise would be given an opportunity to take the leadership in 
a program of providing steady employment, but added that 
there was evidence that “government is ready and will move 
in to increase government control and ownership if private 
enterprise is unable to furnish jobs in sufficient quantity to 
provide steady employment.” 

Observing that the task of providing satisfactory employ- 
ment was essentially a local one, Mr. Bauman said that private 
enterprise should determine through every community the jobs 
it could make available and then coordinate with municipal, 
state and federal activities to provide whatever additional vol- 
ume of jobs were necessary in each community. 

“This could very well call for a civic committee similar to 
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the committees we have had during the war to take on the 
responsibility of planning the balance between jobs of private 
enterprise and those furnished by municipal, state and federal 
governments,” he said. “After all this business of providing 
satisfactory employment must start with satisfactory employ- 
ment in every community. It cannot be done nationally. Each 
community has its own problems and they can best be worked 
out at that point. A committee that combines public, govern- 
ment, labor and industry could coordinate this sort of planning 
to bring about the goal that must be achieved from some means 
or other of providing steady employment in sufficient quantity.” 

Mr. Bauman dealt somewhat extensively with what he 
called the “grave responsibility” of private enterprise, saying 
that the system must either go forward in the acceptance of 
greater social responsibilities to the people of the country for 
whom business operated, or it must admit its inability to meas- 
ure up to public expectations and submit to more and more 
governmental control. Not, he added, that the latter course 
would produce more satisfactory conditions, because, he said, 
it would not, but that “if we fail, more and more political ex- 
periments will become politically expedient.” He said the 
serious aspect of the problem was the “long range view,” not 
providing 56,000,000 jobs for two or three years followed by 
a cyclical dip, and that, if private enterprise could not dis- 
charge its social obligations over the years ahead it would 
cease to be the economic system the public would support. 

Mr. Bauman also dealt with the responsibilities of the 
sales executive under this view of the long-range responsibili- 
ties of business. Plant capacity could not control sales, he said, 
but rather market potentials, and that “if we are going to be 
realistic in setting up a production program that will be steady 
over a long period of time, the volume must be in balance with 
the potential of markets that we are going to develop.” The 
sales organization, with its representation in the various mar- 
kets, could determine accurately the most desirable type of 
product te be put in production and the amount of production. 
Then, said he, in joint planning with management, engineering, 
and production, a balanced program could be arrived at that 
would truly represent the amount and type of production that 
most nearly represented what would be of greatest appeal and 
benefit to the consuming public. 


OHIO TAX ON IMPORTS INVALID 

In an opinion by Chief Justice Stone in No. 38, The Hooven 
& Allison Co., petitioner, vs. William S. Evatt, Tax Commis- 
sioner of Ohio, the Supreme Court of the United States, April 
9, reversed a decision of the Supreme Court of Ohio that fibers 
imported from the Philippines and from other countries outside 
the United States were not immune from state ad valorem 
taxes. While joining Justice Black, Justice Douglas and Justice 
Rutledge in a dissenting opinion, Justice Murphy, at one time 
governor general of the Philippines, wrote a separate expres- 
sion in which he agreed with the court’s opinion that imports 
from the Philippines ought not to be subject to state taxes. 
Justice Reed, dissenting in part, objected to the finding of the 
court’s opinion that the Philippines were not a part of the 
United States. 

Chief Justice Stone explained that the state tax official had 
assessed for state ad valorem taxes certain bales of hemp and 
other fibers belonging to petitioner that had been imported 
from the Philippines or elsewhere outside the United States. 
When assessed for the tax, said the Chief Justice, the fibers 
were stored in the original packages in which they had been 
imported, in petitioner’s warehouse at its factory at Xenia, O., 
preliminary to their use by petitioner in the manufacture of 
cordage and similar products. 

The Supreme Court of Ohio held that the fibers were not 
immune from the state tax under Article I, section 10, clause 2, 
of the Constitution which prohibits state taxation of imports 
and exports. The Supreme. Court of the United States held to 
the contrary. 


Motor Act Prosecutions 


(Digests of statements issued by the Secretary of the Commis- 
aon concerning prosecutions, in federal courts, for violations of 
motor carrier provisions of the interstate commerce act or of Conv 
mission rules and regulations thereunder, appear below.) 


Northern Indiana district, Fort Wayne division, at Fort 
Wayne. Floyd A. Kelly, of Monroeville, Ind., and Indiana 
Window & Millwork, Inc., Kendallville, Ind., were fined a 
total of $1,400 and costs following entry of their separate pleas 
of guilty to an information charging them with violations of 
Part {I of the interstate commerce act. Each defendant was 
fined $700 and of that sum each was ordered to pay $100, and 
in addition, the corporation was ordered to pay costs of $25. 

ayrnent of the remainder of the fines was suspended as to 
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each defendant. Floyd A. Kelly was charged with operating 
as a common carrier of property by motor vehicle in interstate 
commerce, for compensation, without a certificate having been 
issued to him by the Commission authorizing such operations, 
in violation of section 206(a) of the interstate commerce act. 
The defendant Indiana Window & Millwork, Inc., a shipper, 
was charged with aiding and abetting the defendant Kelly in 
such violations. Soon after the case was instituted the defend- 
ants filed a motion to quash the several counts of the informa- 
tion, on the ground that they failed to charge facts sufficient 
to constitute public offenses under section 206 (a) of the act 
because they failed to charge that the acts of the defendants 
were not within the exceptions mentioned in that section of 
the act. On January 29, Judge Luther M. Swygert overruled 
the motion, and held that the exceptions mentioned in section 
206(a) were not parts of the definition of the offense of operat- 
ing without a certificate and so did not need to be negatively 
pleaded. 

Southern New York district. Cirker’s Moving & Storage 
Co., Inc., and Caravel Films, Inc., each of New York City, 
were required to pay, respectively, fines of $450 and $50, on 
their separate pleas of guilty to two informations, one charging 
Cirker’s Moving & Storage Co., Inc., with transporting house- 
hold goods in interstate commerce as a motor common carrier 
without a certificate from the Commission authorizing the oper- 
ations described in that information, the other charging the 
same defendant with transporting as such carrier motion pic- 
ture machinery and equipment for Caravel Films, Inc., without 
a certificate from the Commission authorizing such operations 
and charging Caravel Films, Inc., with aiding and abetting the 
carrier in the commission of the offenses. 


PROPOSED LEGISLATION 


Senator Johnson, of South Carolina, has introduced S. 832, 
a bill to repeal the $5 use tax on motor vehicles, effective 
June 30. 

Senator Myers, of Pennsylvania, has introduced S. 829, a 
bill to amend section 5 of the railroad retirement act with 
respect to death benefits. 


Uniform Reparation Bill 


Senator Wheeler, chairman of the Senate interstate com- 
merce committee, has introduced S. 864, a bill to amend the 
interstate commerce act, as amended, to provide for awards of 
reparation against motor common carriers and freight for- 
warders. The senator said the purpose of the bill was to bring 
about uniformity with respect to awarding of reparation against 
carriers subject to the four parts of the act. The present law 
contains reparation provisions with respect to railroads and 
water carriers. The Wheeler bill would, among other things, 
add to the law two new reparation provisions with respect to 
motor carriers and freight forwarders. It would also amend 
the present provisions relating to award of reparation against 
water carriers which now provide for a three-year period of 
limitation. Enactment of the bill would result in a two-year 
period of limitation being generally applicable as to all carriers 
subject to the act. 

With respect to motor carriers, the bill would add a new 
section designated Section 204a. It provides that in case any 
common carrier by motor vehicle subject to the provisions of 
part II “shall do, cause to be done, or permit to be done any 
act, matter, or thing in this part prohibited or declared to be 
unlawful, or shall omit to do any act, matter, or thing in this 
part required to be done, such carrier shall be liable to the 
person or persons injured thereby for the full amount of dam- 
ages sustained in consequence of any such violation, together 
with a reasonable counsel or attorney’s fee, to be fixed by the 
court in every case of recovery, which attorney’s fee shall be 
taxed and collected as part of the costs in the case.” Actions 
to recover damages might be brought before the Commission 
or in any federal district court of competent jurisdiction but 
the right to pursue “both of said remedies” would be denied. 

It is provided that all actions at law by motor common 
carriers for recovery of their charges shall be begun within 
two years from the time the cause of action accrues and not 
after. All complaints against motor common carriers for re- 
covery of damages not based on overcharges would have to be 
filed with the Commission within two years from the time the 
cause of action accrues and not after. For the recovery of 
overcharges the bill provides that “action at law shall be 
begun or complaint filed with the Commission against com- 
mon carriers by motor vehicle . . . within two years from 


the time the cause of action accrues, and not after ... 
except that if claim for overcharge has been presented in 
writing to the carrier within the two-year period of limita- 
tion said period shall be extended to include six months 
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a is vital to the large-scale agricultural operations in the North- 
west, where Great Northern is the dependable link between producer and market 
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@ Spring is the promise of plenty—and to again make 
that promise come true in the enormously productive 
states served by Great Northern Railway farmers and 
ranchers now are in the fields day and night. 

They are working around the clock seeding 17 
million acres of Spring wheat, and have begun prep- 
aration of additional vast acreages for larger plant- 
ings of food crops so important to the nation’s fight- 
ing and home fronts. 

Great Northern is a big factor in the Spring drive 
on the food front in its territory. It is depended on 
to deliver farm equipment, fuel oil, seed and fertilizer. 
In addition, growers are afforded the expert counsel 


of Great Northern’s Agricultural Development agents. 
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* from the time of notice in writing is given by the carrier to 
the claimant of disallowance of the claim, or any part or parts 
thereof, specified in the notice.” 

As to both recovery of damages not based on overcharges 
and on overcharges it is provided that if on or before the ex- 
piration of the two-year period of limitation specified in each 
instance a motor common carrier begins action for recovery 
of charges in respect of the same transportation service, or, 
without beginning action, collects charges in respect of that 
service, said periods of limitation shall be extended to include 
ninety days from the time such action is begun or such charges 
are collected by the carrier. 

’ Jt is provided that a complaint for the enforcement of an 
order of the Commission for payment of money shall be filed 
in the district court or the state court, as provided in the bill, 
within one year from the date of the order and not after. 

Similar provisions are proposed as to water carriers and 
freight forwarders. : 


LAND GRANT RATE REPEAL 


The Freight traffic division of the Chamber of Commerce of 
Pittsburgh has addressed a letter to Pennsylvania senators and 
representatives on the desirability of early passage in the. 
House and reference to the Senate’of H. R. 694, the Boren bill, 
providing for appeal of land grant rates, recently reported 
favorably to the House by its committee on interstate and 
foreign commerce (see Traffic World, March 31, p. 846). 

“Full repeal was supported by the President’s Committee 
of Six, the Splawn Committee, the Interstate Commerce Com- 
mission and the late Honorable Joseph B. Eastman, former 
director of the Office of Defense Transportation, and one time 
federal coordinator of transportation,” says the letter. ‘While 
representatives of several agencies of the federal government, 
which receive the benefit of these special rates, have testified 
in opposition to their repeal, it should be borne in mind that 
they are not as fully conversant with the broad aspects of 
the problem as are the Interstate Commerce Commission, the 
Office of Defense Transportation and the National Association 
of Railroad and Utilities Commissions.” 

Among the reasons set forth as moving shippers to desire 
repeal of the land grant rates, according to the letter, was 
the belief that, as heavy traffic would not continue after the 
end of the war, the railroads would necessarily have to seek 
restoration of the 1942 increases, if not greater ones, in order 
to continue to provide service. An added reason cited was that 
the Commission would have to take into account “whatever 
shortage of revenue” resulted from these special rates to the 
government in determining the level of rates generally and that 
any higher levels established would have to be borne by shippers 
and passed on to consumers. 

The Transportation Committee of the Chamber of Com- 
merce of the City of Newark, N. J., in a letter to its members, 
recommends that those in accord with the view of the com- 
mittee, that land grant rates should be eliminated, advise mem- 
bers of Congress to that effect. The committee observes that 
it approved the identical bill that died in the Senate in 1944, 
as did the chamber’s board of directors. The letter, citing 
grounds for approval of the bill, says, among other things, that 
the Commission, motor, and steamship, as well as the rail, in- 
terests have advocated repeal of the land grant rates. 


INTERSTATE COMMERCE ACT BILL 


Without objection, the Senate, April 9, passed S. 47, the 
bill reported by the interstate commerce committee amending 
several sections of the interstate commerce act as recommended 
by the Commission. After the bill had thus been passed, how- 
ever, Senator Tydings, of Maryland, said he understood that 
Senator Wheeler, chairman of the committee, had desired to 
submit some amendments to the bill but that he was not pres- 
ent, and therefore he asked unanimous consént that the action 
by which the bill was passed be reconsidered and the bill re- 
stored to the calendar. Consent was granted and the bill was 
restored to the calendar for consideration later. 


FREIGHT RATES AND U. S.-OWNED PLANTS 

Senator O’Mahoney, of Wyoming, as chairman of the war 
contracts subcommittee of the Senate military affairs commit- 
tee and of the industrial reorganization subcommittee of the 
Senate’s special committee on post-war economic policy and 
planning, has announced that these subcommittees plan to ac- 
cord a prominent place in their hearings and reports to ques- 
tions relating to railroad freight rates on materials and sup- 
plies for, and prospective products of, government-owned plants 
and facilities after disposition of those plants and facilities at 
the end of the war. 

Senator O’Mahoney said that transportation costs incurred 
in assembling raw materials, parts and products needed to turn 
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out the finished articles, and in distributing such articles, would 
constitute a major factor in determination of the possible pust- 
war utilization of the government-owned plants and facilities 
now engaged in war production. He said a preliminary study 
of the problems involved in connection with the disposition of 
steel plants and facilities had demonstrated that the questions 
of railroad rates loomed large with respect to several of those 
plants and facilities. 


MILWAUKEE PAYS R. F. C. 


Fred M. Vinson, Federal Loan Administrator, has an- 
nounced that the trustees of the Chicago, Milwaukee, St. Paul 
and Pacific Railroad Company have retired the balance of the 
company’s indebtedness to R. F. C. by a payment of $10,442. 
827.50 and interest. 

R. F. C. advanced to the company $20,262,000—$11,500,000 
prior to the institution of reorganization proceedings in June, 
1935, and $8,762,000 on two issues of equipment trust certifi- 
cates issued by the trustees. These certificates were subse- 
quently sold to investors at premiums aggregating $263,300, 

R. F. C. also purchased $3,948,000 of the company’s se- 
curities from P. W. A. The unpaid balance of these securities, 
$257,365, was included in the payment made, said Mr. Vinson. 





MAIL TO BULGARIA-RUMANIA 


Effective immediately letters weighing not more than one 
ounce and nonillustrated post cards will be accepted for mailing 
to Bulgaria and Rumania, Postmaster General Walker has an- 
nounced, adding: 


The communications may relate to business as well as personal mat- 
ters. The postage rates are identical with those in effect prior to the 
suspension of service to Bulgaria and Rumania. 

The Treasury Department has announced that communications of a 
business, financial or commercial nature which are limited to the ascer- 
tainment of facts and exchange of information may be transmitted to 
and from Bulgaria and Rumania without Treasury license. Accordingly, 
banks and other financial institutions may reply to requests for infor- 
mation from their customers. Documents such as birth, death and 
marriage certificates, wills, commercial reports, and financial statements 
may be forwarded and solicited. 

Facilities are not yet available for sending personal support remit- 
tances. Transmission of currency, securities, checks, drafts, or other 
financial instruments continues to be prohibited. Although concerns in 
the United States may correspond with firms in Bulgaria and Rumania 
with respect to the resumption of business relationships, private trade 
transactions will not be licensed by the Treasury Department until 
necessary arrangements are made. 

Registration, money order, air mail and parcel post services are 
not yet available. 


LIGHT METALS AND TRANSPORT 

Statistics relating to rates and distances involved in trans- 
porting bauxite, various forms of aluminum and aluminum 
ware, magnesium metal ingots, magnesium chloride, and mag- 
nesium powder (explosive), based in part on United States 
averages developed in No. 28300, Class Rate Investigation, with 
corrections made as the result of checking the original data, 
have been submitted by Dr. W. H. S. Stevens, director of the 
Bureau of Transport Economics and Statistics of the Commis- 
sion, to the Senate special committee on small business in its 
investigation of the future of light metals. The submittal was 
made in response to a request from Senator Stewart, of Ten- 
nessee. 

Ocean freight rate data with respect to bauxite was sub- 
mitted by J. F. McArt, director of freight rates, War Shipping 
Administration. J. L. Bates, director, technical division, Mari- 
time Commission, submitted data on potential and actual uses 
of aluminum in ship construction. 


COMMERCIAL WEIGHING EQUIPMENT 

Handbook H-37—‘“Testing Weighing Equipment’’— issued 
by the National Bureau of Standards, Department of Commerce, 
is the third in a series of publications designed to improve the 
administration of weights and measures, laws and regulations, 
says the department. It was preceded by handbooks on “Weights 
and Measures Administration” and “Specifications, Tolerances 
and Regulations for Weighing and Measuring Devices.” 

“Although intended primarily for the use of weights and 
measures officials, the information contained in the new hand- 
book should prove useful to persons employed in maintaining 
the weighing equipment of commercial and industrial estab- 
lishments,” said the department. 

Copies of the handbook may be obtained from the Super- 
intendent of Documents, Government Printing Office, Washing- 
ton 25, D. C., at 75 cents each. 


Oo. P. A. AND RAILROAD TIES 

Restoration of purchasing commissions for part-time agents 

of railroad tie contractors has been authorized under certain 
conditions by the Office of Price Administration. 
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“Persons who formerly bolstered their bankrolls by serving 
as middlemen in the tie industry may again earn extra income 
by buying and assembling railroad ties,” said O. P. A. “General 
store Managers, railroad station agents, service station oper- 
ators and others are expected to resume their work as inter- 
mediaries between local tie producers and tie contractors as a 
result of the partial lifting of O. P. A.’s ban on commissions. 
“These middlemen contributed considerably to the supply 
of railroad ties, which is‘now low, by buying small quantities 
and assembling them at railroad loading points. Because of the 
small volume involved, these functions are too costly to be 
handled directly by a contractor.” 
Continuing, O. P. A. said: 


The amendment to the eastern railroad tie regulation will be 
effective April 16, 1945. It requires contractors to obtain approval of 
the O. P. A. Lumber Branch in Washington for payment of com- 
missions to part-time agents. Requests must be accompanied by proof 
that the agents are not producers and will supply a service needed 
by contractors or users by increasing the availability of ties in the area. 

Seven-foot ties are given a specific price ceiling that is five cents 
per tie below that provided for comparable eight-foot ties. This will 
place these ceilings in proper relationship with prices for ties now 
in the regulation. The smaller sizes are bought principally by street-car 
lines and operators of railroads outside the United States. 

Provisions covering the pricing of odd size ties were reworded for 
clarification but no changes in ceilings were made. 

(Amendment 2 to Maximum Price Regulation 216—Eastern Railroad 
Ties—effective April 16, 1945.) 


Travel Curtailment 


“Transportation facilities for travel by rail to and from 
children’s summer camps will be curtailed this season,” Direc- 
tor Johnson, of the Office of Defense Transportation, has an- 
nounced. 

“In view of the critical railroad transportation situation 
and the necessity to conserve manpower, motive power and 
fuel, special trains or extra sections of regular trains will not 
be authorized, although there is no objection to handling these 
movements to camps in extra coaches on regular trains. This 
means that camp directors must spread transportation to camps 
over a longer period of time, and it must be understood that 
such movements are dependent on the ability of the railroads 
to accommodate them. 

“No charter or special bus service to camps will be per- 
mitted unless written application has been made to and ap- 
proved by the Office of Community War Services. Because of 
the expected high enrollment of war workers’ children in day- 
care summer camps, daily bus service will be permitted for 
children under twelve years of age to and from camps of this 
type under these rigid limitations: 

1. At least two-thirds of the parents concerned must be enabled, 
through their children’s attendance at the day-care center, to continue 
essential war jobs. 2. Other supervised recreational programs for the 
age group must be inadequate or totally lacking in the community. 
3. The day-care program must be recognized by a responsible welfare 


agency. 4. Applications must be passed on by the Office of Community 
War Services before an O. D. T. permit can be issued. 


Parents enrolling children in full-time summer camps are 
requested by the O. D. T. to choose a camp near home and 
to forego week-end bus and train trips to visit children, except 
in cases of absolute necessity. All travel arrangements should 
be made well in advance with camp authorities. Camp officials 
must also make their arrangements with the transportation 
companies well ahead of time in order to avoid conflict with 
essential traffic movements. 


Oo. D. T. APPEAL DECISIONS 


Director Johnson, of the Office of Defense Transportation, 
has affirmed the action of O. D. T. field officials in denying the 
application of K-W Motor Co., Deadwood, S. D., for a certificate 
of war necessity and for approval of a proposed inauguration 
a “So as a private carrier of property by motor vehicle 

o. 110). 


0. D. T. CONSERVATION ORDERS, ETC. 


_ Supplemental orders under general order O. D. T. 3, Re- 
vised, have been issued by the Office of Defense Transportation, 
to coordinate motor carrier operations in the areas indicated, 
as follows: 614, in Connecticut, Delaware, Massachusetts, Mary- 
land, North Carolina, New Hampshire, New Jersey, New York, 

ennsylvania, Rhode Island, South Carolina, Virginia and the 
District of Columbia; 620, New Haven and Hartford, Conn.; 

626, South Carolina, and 633, Alabama. 

The O. D. T. also has issued supplemental orders under its 
general order 20A, for coordination of operations of motor 
carricrs, in designated areas, as follows: 201, Billings, Mont., 
area; 202, Lewiston, Ida, area; 203, Boulder, Colo., area. 

By its supplemental order O. D. T. 6A-102, the O. D. T. 
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has approved a plan for coordination of motor carrier opera- 
tions in Thomas County, Ga. 

By special order O. D. T. E-13, the O. D. T. has provided 
for expediting of collection and delivery of line-haul shipments 
by common carriers of property in the Roswell, N. M., area. 


STEEL TANK BARGE CONSTRUCTION 


The Office of Defense Transportation has announced that 
the last steel tank barge in a 25-unit building program, begun 
six months ago, was completed March 31 and is now in service 
on the Mississippi river system. 

Sponsored by the O. D. T., financed by the Defense Plant 
Corporation and constructed under the direction of the United 
States Army Engineers, the 25 barges were built by the St. 
Louis Shipbuilding and Steel Co., St. Louis, Mo.; the Decatur 
Iron and Steel Co., Decatur, Ala., and the Consolidated Steel 
Co., Orange, Tex. They were of 9,500 barrels capacity, it was 
explained, and were now being used to move toluene from 
Texas up the Mississippi and Ohio rivers to West Virginia 
refineries; No. 2 fuel oil from Louisiana points to points in 
Illinois; alcohol from New Orleans to the upper Ohio river, 
and aviation gasoline components from the Kentucky refineries. 

Lawrence C. Turner, head of O. D. T.’s waterways trans- 
port department, said that the barges had been assigned to the 
following privately owned carriers: Mississippi Barge Line Co., 
St. Louis, Mo.; Butcher-Arthur Co. Inc., Houston, Tex.; Federal 
Barge Lines, St. Louis, Mo.; Union Barge Line, Pittsburgh, 
Pa.; American Barge Line, Pittsburgh, and the Ashland Oil 
Refining Co., Ashland, Ky. 


W. P. B. METAL STRAPPING ORDER 


Because the demand for metal strapping has exceeded the 
supply, it has been necessary to issue a preference rating order, 
P-152, to insure that the most essential needs are taken care 
of first, the War Production Board has announced; adding: 


The order permits any person to use an AA-1 rating to obtain metal 
strapping for the functional uses: carloading, skidloading, baling and 
bundling. Strapping used for these purposes conserves or replaces 
critical lumber, nails, bolts, paperboard, labor and shipping space. 

Order P-152 also permits persons who use metal strapping for con- 
tainer reinforcement to use the rating assigned for the container it re- 
inforces in accordance with Preference Rating Order P-140 (wooden 
shipping containers) and P-146 (fiber shipping containers). It also 
permits use of an AA-5 rating for procurement of reinforcement edgings. 

Preference ratings assigned or permitted to be used by P-152 may 
be applied or extended to any unfilled order for strapping tools, acces- 
sories or fittings placed prior to April 6, 1945. However, all orders for 
metal strapping placed prior to April 6, 1945, must be re-rated in ac- 
cordance with the new order within a period of forty-five days. 

A certification form is provided for use in applying or extending 
ratings assigned or permitted by the order. Inventories in the hands 
of persons other than distributors, manufacturers or the army or navy 
are limited to $300 worth of strapping, or a 45 days’ inventory, which- 
ever is greater. 


Containerboard Problems 


The required production of containerboard for “V’’ boxes 
in April is 115,741 tons, which must be increased in May and 
June to meet military requirements for the second quarter, a 
joint meeting of the Containerboard and Fiberbox Industry 
Advisory Committees was told in Washington, the War Pro- 
duction Board reported April 9. 

Tonnage of “V” boxes produced for the military services, 
and sent overseas at the rate of about 100,000 tons a month, 
was not expected to decrease greatly on ‘Victory-in-Europe” 
Day, W. P. B. officials said. It might be possible that military 
requirements would be increased, officials reported. The “V” 
boxes were reported to be standing up well in use in the mili- 
tary zones. 

The question of relaxing Naval packaging specifications 
was discussed, and officials of the Office of Price Administration 
and W. P. B. agreed to look into the matter of quality and 
strength of domestic grades of board used in Navy clothing 
boxes and small stores boxes. Industry members stated that 
Navy specifications should be met. 

The committees unanimously opposed a proposed modifica- 
tion of the Container Order L-317, which would offer a bonus 
of additional quota of reused boxes to users who obtained and 
reused containers and sold the surplus for scrap, on the grounds 
that it was not practical and might disrupt the waste paper 
market and inspire a black market. 


Boxboard Committee 


Military and Foreign Economic Administration require- 
ments for fiber shipping containers, including V-boxes, had in- 
creased to such an extent that the War Production Board might 
have to ask the boxboard manufacturers to make some liner 
board for use in manufacturing shipping containers, members 
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of the Boxboard Industry Advisory Committee were told at a 
meeting, W. P. B. reported. 

W. P. B. officials doubted that production of regular con- 
tainerboard mills could be increased to any great extent. If 
more pulp was produced or acquired and containerboard mill 
production could be stepped up, the difficulty might be over- 
come, they said, but otherwise boxboard mills would have to 
be required to manufacture some liner board where practical. 
This production would probably not be of the high test types, 
the officials indicated. The possibility of offering some sort of 
an incentive was discussed. 

Boxboard production amounting to 50 per cent of a mill’s 
production was reserved under Boxboard Order M-378 to meet 
military requirements, it was pointed out. Since reports filed 
with the W. P. B. were believed incomplete and inadequate, 
members recommended that order or contract numbers be re- 
instated on W. P. B. forms, so that an accurate and complete 
knowledge of production might be available. 

Labor problems were discussed, as were further means of 
conserving paper and paperboard in view of continuing short- 
ages. Waste paper collections were reported as increasing 
gradually in the last few weeks. 

The meeting adjourned to meet again on May 16, at which 
time it is believed a joint session with the set-up and folding- 
box manufacturers’ committee would be desirable to study mu- 
tual problems and coordinate efforts toward increased produc- 
tion. 


Packing Tomatoes, Pineapples 


In an effort to reduce breakage of shipments of tomatoes 
and pineapples imported from Cuba and Mexico, the Freight 
Container Bureau of the Association of American Railroads of 
which Edward Dahill is chief engineer, has prepared Spanish 
translations of instructions on the assembly of lug boxes and 
how they should be properly loaded, stripped and braced. Bulle- 
tins on packing of tomatoes are being distributed through the 
Southern Pacific of Mexico, the Mexican National Railways and 
the Cuban Railroads to the packing houses and other places 
where the containers are assembled and packed. 

A. A. R. officials point out that the breakage problem in 
connection with these shipments has been accentuated in the 
last two seasons on account of the poor grade of lumber being 
used, unsatisfactory assembling of containers, and inadequate 
loading and bracing in the freight cars. 

It is estimated that the west coast of Mexico will ship into 
the United States this season approximately 5,000 to 6,000 car- 
loads of tomatoes through Nogales. A new producing area in 
the eastern part of Mexico, near Tampico, will ship, it is 
estimated, approximately 1,200 to 1,500 carloads of tomatoes 
into the states through Laredo. 


Most of the shipments from Cuba in normal times came 
into U. S. eastern ports by boat, and those not consumed in the 
immediate area were usually distributed by truck, it was pointed 
out. However, officials added, a large number of carloads of 
tomatoes came in by Seatrain or by the East Coast Ferry. 


The standard pineapple crate imported from Cuba has been 
the cause of a great deal of trouble on account of use of second- 
hand containers, it is said. To meet that situation, the Freight 
Container Bureau .has prepared a one-page “flyer” in Spanish 
of the specifications for the standard pineapple box and it is 
being distributed through the Cuban railway officials and 
through the domestic officers of some of the big fruit importers. 


FREIGHT CLAIM PROCEDURE 


E. J. Leger, general traffic manager, Butler Brothers; J. A. 
Fitzgerald, freight claim agent, Keeshin Motor Express; and 
F. O. Kilker, freight claim agent, Chicago, Burlington & Quincy 
Railroad, were the speakers at a special “Perfect Shipping 
Month” meeting held by the Junior Traffic Club of Chicago in 
the Palmer House, April 5. 


Joseph R. Lyons, president of the club, opened the meeting 
by asking J. E. Bryan, general chairman of the national man- 
agement committee for Perfect Shipping Month, 1945, to say 
a few words. Mr. Bryan said that the letters “P. S.” had an- 
other significance—indicating a necessary “postscript” to the 
entire process of production and sales in the form of proper 
packing and shipping. : 

The meeting was then turned over to George Moore and 
George McElroy, chairmen, respectively, of the Claims and 
Shipping Documents Committee and the Legal and Legislative 
Committee of the club. Each of the speakers emphasized the 
necessity for complete documentation of claims filed with the 
carriers, the two carrier representatives agreeing that when 
complete information was furnished the major portion of the 
claimant’s job was done, and he was well on his way to having 
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his claim accepted. A question and answer period followed the 
brief speeches. 


U. P. CLERKS HANDLE FREIGHT 


Thirty clerks in the Union Pacific’s store department and 
headquarters building at Omaha spend Saturday afternoons, 
and between sixty and sixty-five of them spend all day Sundays, 
working in the freight depot because of a shortage in freight 
handlers, according to a company announcement. Registered by 
the Brotherhood of Railway Clerks, the men are being used in 
rotation. Until recently, the company says, they were also go- 
ing to work at the freight depot after they had finished their 
regular day’s work and were working five and six hours a nizht 
to keep war freight rolling. 


C. of C. Transport Reports 


Reports dealing with carrier agreements and proposed rail- 
road social insurance legislation have been published by the 
Chamber of Commerce of the United States by direction of its 
board of directors. 

The report on carrier agreements, prepared by the cham- 
ber’s committee on transportation and communication, says that 
recent efforts by the Department of Justice to obtain court in- 
terpretation of the anti-trust laws as prohibiting agreements 
among competing carriers in matters of rates service accen- 
tuate the need for prompt clarification of the law in these 
matters. 

“We believe that the present practices are in the public 
interest and are essential to the orderly conduct of transpor- 
tation,” says the committee. ‘We further believe that, with 
certain safeguards outlined below, the agency created by Con- 
gress over the past years for the express purpose of regulating 
the rates and services of interstate carriers can be relied upon 
to do this in the public interest, and that carriers complying 
with the orders of these agencies should be immune from the 
application of the anti-trust laws to the practices involved. 

“Bills before the last Congress dealt only with conference 
rate making. This rate-making system has been developed 
over a period of many years with the full knowledge and im- 
plied approval of the Interstate Commerce Commission, which 
has and on occasion exercises the same veto power over rates 
proposed by conferences as over those initiated by individual 
companies. Subsequent to the hearings on these bills, how- 
ever, the Department of Justice brought the civil action now 
pending against the western railroads. This action covers not 
only conference rate making but also agreements as to train 
schedules and many other service features, and it is evident 
that to clarify the situation with respect to these other impor- 
tant operating practices new legislation is needed applicable 
to them as well as to conference rate making.” 

The committee then refers to H. R. 2536, the bill intro- 
duced by Representative Bulwinkle, of North Carolina, to 
exempt agreements between common carriers subject to the 
interstate commerce act from application of the anti-trust laws 
when such agreements have been approved by the Commission 
(see Traffic World, March 10, p. 568.) After briefly reviewing 
the provisions of the bill and pointing out the safeguards 
therein, the committee says: 


We understand that this legislation is designed to permit carriers 
to enter into proper agreements as to rates and service and will pre- 
serve to the public and the carriers the advantages that have accrued 
from the long established and now functioning conference rate-making 
procedure. We believe in these principles as being in the public inter- 
est and strongly urge prompt legislation embodying them. 


Rail Social Insurance Bills 


The report on proposed railroad social insurance legisla- 
tion, representing the concurring views of the chamber’s com- 
mittee on social security and the transportation and communi- 
cation department committee, says that the present proposals 
for expansion of the railroad social security system, if adopted, 
would not only vastly increase transportation costs at the ex- 
pense of the traveling and shipping public, but would go much 
farther in preferential treatment of railroad employes. 

“The paramount issue is whether there should be separate 
and preferential treatment of the employes of one industry in 
social security measures established by governmental action, 
the costs of which would be imposed upon other elements of 
the population. There is no justification for this and we 
strongly recommend that there be no additional special treat- 
ment of railroad employes.” 


You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 
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Air Carrier Taxation 


To avoid multiple taxation of air carriers, the Civil Aero- 
nautics Board has recommended to Congress enactment of a 
statute “to accomplish an equitable apportionment of taxable 
property among the states through which the airline’s opera- 
tions are conducted.” The recommendation was made in a re- 
port submitted to Congress in response to an act directing the 
board to make a study and submit a report on multiple taxation 
of air carriers. The legislation was enacted after the decision 
of the Supreme Court of the United States in the Northwest 
Airlines case in which concurring justices had suggested that 
the problem of multiple taxation should receive the attention 
of Congress. In that case the state of Minnesota had taxed the 
entire airplane fleet of Northwest Airlines on its full value not- 
withstanding that fact that six of the seven other states through 
which the airline operated had each also taxed a part of the 
same fleet. The Supreme Court upheld the Minnesota tax (see 
Traffic World, May 20, 1944, p. 1391). 

The statute recommended by the board would prescribe 
certain methods under which the taxable property of an airline 
would be allocated. In a summary of its report the board said: 


Because there may be need for some flexibility in the application 
of the statute. the board recommended that the federal statute may 
provide for an existing federal agency to interpret and administer the 
formula, working with an advisory committee of tax experts nominated 
by the states. The agency would also have the power, subject to the 
concurrence of the advisory committee, to adapt the statutory formula 
to special circumstances where the formula would otherwise result in 
an inequitable distribution of tax funds among the several states or 
where an undue or inequitable burden would be imposed upon or a 
discrimination exist with respect to air carriers. 

The board was critical of the taxation by the states of aviation fuel 
used in interstate commerce, stating that such taxation threatens to 
impede the development of air transportation. It noted that well over 
half of the states had consistently refrained from the taxation of 
aviation gasoline and it expressed its belief that all states should avoid 
the taxation of aviation fuel used in interstate commerce. 


The board pointed out,. however, that the problem of what con- 
gressional action may be feasible is broader than the single field of 
aviation and involves consideration of the general fiscal relationships 
between the federal government and the states. In order that these 
broader phases of the problem may be fully explored the board recom- 
mended that Congress ‘‘direct the Treasury Department to make a 
study which should include consultation with appropriate state officials, 
and other interested persons, for the purpose of working out some 
equitable relationship between the states and the federal government 
with respect to the taxation of motor fuel and aviation gasoline, and 
recommending equitable legislative solution of the problem.’’ The 
board thought that ‘‘such a procedure should include an exploration, 
in the light of the overall fiscal interests involved, of the merits of 
such proposals as that for the exclusive taxation of aviation fuel by the 
federal government and the ultimate exclusive taxation of motor fuel 
by the states, and of proposals for the sharing of tax revenues between 
the federal government and the states.’’ 

The report also condemns the multiple taxation of flight personnel 
under state income tax laws, and urges that the plight of all multi- 
state workers be remedied by cooperative state action, if necessary, 
under federal leadership. The report also recommends that airmen oper- 
ating or taking part in the operations of aircraft engaged in interstate 
or foreign air commerce not be required to obtain a state license or 
pay state license or registration fees. 

In the opinion of the board, the multiple taxation of territorial and 
international carriers should be the subject of further study. 


Oswald Ryan, member of the board, was assigned general 
supervision of the investigation and served as chairman of an 
advisory committee composed of state, federal and local tax 
officials, executives of the airlines and the Air Line Pilots Asso- 
ciation, and other experts in taxation. The study was conducted 
in the board’s economic bureau under the direction of I. R. 
Barnes, the bureau director, aided by a special tax staff headed 
by George W. Mitchell, tax economist of the Federal Reserve 
Bank of Chicago, and Charles W. Chapman, of the Wisconsin 
Department of Taxation. 


In the course of the investigation the board also sought the 
advice of and consulted with state and local tax officials on the 
various problems of air carrier taxation. 


AIR MAIL RATES 


Postmaster General Walker has announced substantial re- 
ductions in air mail rates, effective April 1, from continental 
United States and Alaska, Puerto Rico, and the Virgin Islands, 
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to the Canal Zone and Central and South American areas. The 
new rates a half ounce are as follows: 


Argentina 20c, reduced from 40c; Barbados 10c, from 25c; Bolivia 
20c, from 35c; Brazil 20c, from 40c; British Guiana 15c, from 30c; British 
Honduras, 10c, from 20c; Canal Zone 10c, from 15c; Chile 20c, from 40c; 
Colombia 25c, from 35c; Costa Rica 10c, from 15c; Curacao 10c, from 
25c; Ecuador 15c, from 30c; Falkland Islands 20c, from 40c; French 
Guiana 15c, from 30c; Guadeloupe 10c, from 15c; Guatemala 10c, from 
12c; Republic of Honduras 10c, from 12c; Leeward Islands 10c, from 
15c; Martinique 10c, from 15c; Nicaragua 10c, from 12c; Panama 10c, 
from 15c; Paraguay 20c, from 40c; Peru 15c, from 30c; El Salvador 10c, 
from 12c; Surinam 15c, from 30c; Trinidad 10c, from 15c; Uruguay 20c, 
from 40c; Venezuela 15c, from 25c; Windward Islands 10c, from 15c. 

Air mail postage on articles sent from United States possessions 
in the Pacific to Latin American points will be the prescribed postage 
for carriage by air to continental United States plus the postage for 
air service from the United States to the respective country listed in 
the foregoing. 





AIR MAIL TO LATIN-AMERICA 


There will be a marked increase in the volume of air mail 
moving between the United States and the Latin-American 
republics as a result of the reduced postage rates announced 
by the Post Office Department, effective April 1, according to 
Pan American World Airways. It said also it was understood 
that similar northward rates might be effected in the near 
future in arrangement with various Latin-American countries. 

Pan American observed that the real beginning of Amer- 
ican flag air transportation in Latin-America was made in 
March, 1928, when Congress passed the foreign air mail act, 
and that, with the expiration of the Latin-American mail con- 
tracts due in 1939, Congress had enacted the civil aeronautics 
act that replaced expiring contracts by route certificates of 
public convenience and necessity under the grandfather clause 
of the act, with rates determined by the Civil Aeronautics 
Authority. 


Non-Seheduled Air Services 


Lewis C. Sorrell, director of research of the Air Transport 
Association of America, whose membership comprises the pres- 
ently certificated airlines of the United States, has submitted 
to the Civil Aeronautics Board statements setting forth pro- 
posals of the association for regulation by the C. A. B. of opera- 
tions of non-scheduled air carriers of mail and passengers and 
of non-scheduled air transport of cargo, based to a large 
extent on the experience of, and the pattern of regulation de- 
veloped by, the Interstate Commerce Commission in adminis- 
tration of the motor carrier act. 

“Past experience in the highway field,” Mr. Sorrell said, 
“strongly suggests that contract service will also emerge in the 
air transport ‘field. It should not be prevented from doing so 
by arbitrary restrictions but likewise it should not become the 
refuge of those who employ it as a subterfuge to escape com- 
mon carrier regulation while in reality they are performing 
such services. The industry should profit from past experience; 
should secure legislation now that will authorize the board to 
regulate contract carriers by air; should not wait until a large 
vested interest has developed that on one pretext or another 
will resist regulation, while they enlarge the field of operations. 
And the scope of that authority should include (1) permits to 
engage in contract carrying, without which such operation 
would be illegal; (2) the filing of schedules of minimum charges, 
and copies of actual contracts available at least to the board 
itself if not to the public; (3) the authority to prescribe the 
form in which accounts and statistics respecting contract opera- 
tions shall be kept, and to require periodic reports of opera- 
tions to the board.” 





Need for Dual Operations 


He averred that dual operations as common and contract 
carriers by air should be allowed where the applicant could 
show that no undue discrimination in rates and services against 
some shippers and prejudices in favor of other shippers served 
by the same carrier would result therefrom. The growth of 
air cargo might be decidedly restricted unless such dual opera- 
tion was sanctioned, he said. 


In discussion of territorial limitations on irregular-route 
operations by non-scheduled air carriers, he said: 


From the public interest standpoint there are two vital objections 
to unlimited operating rights: namely, the tendency to employ them to 
invade the territories served by other certificated carriers and espe- 
cially regular route carriers who must maintain regular service; and 
the tendency of such operations to skim the cream from the traffic in 
various regions without assuming any real responsibility for providing 
regular, dependable and always available service. If the service thus 
rendered is only occasional or sporadic, the uneconomic results may be 
trivial. But in the motor carrier field instances have already appeared 
where irregular route operations have become so frequent and con- 













































































































































































































































































986 


tinuous as to amount to regular route service without certificate au- 
thorization therefor. Quite clearly there should be territorial restric- 
tions on the right to operate over irregular routes. . . . The principle 
recognized by the Interstate Commerce Commission in motor cases 
should receive consideration here: The narrower the commodity spe- 
cialization in freight carriage, the larger should be the area allotted a 
carrier for traffic development. 


He said that on March 1 there were on file with the C. A. B. 
81 applications proposing a total of 87 non-scheduled air trans- 
port services, of nine different classes. With respect to basic 
economic phases that exerted a profound influence on the spe- 
cialization of transport enterprise and the patterns of organiza- 
tion resulting therefrom, he said, air transport, “while far re- 
moved from the railroad field,’ was sufficiently close to the 
highway carriers by both truck and bus to justify recourse to 


their experience as a guide to future development of air trans- 
portation. 


Air Cargo Costs 


Mr. Sorrell observed that air transport, especially in its 
cargo phase, was far less developed than was motor carriage 
of property when the Commission was charged with its regu- 
lation. He stated that despite expected reductions in costs and 
their translation into much lower rates than present rates, air 
transport costs were likely to remain “well above the levels of 
railway express rates for some years ahead.” 


“In air transport of cargo,” he said, “the tendency of gen- 
eral freight to move via common carriers over regular routes 
on definite schedules should be as strong as it has been on the 
highway. . . . The inference is warranted that prospects for 
important contract carrier developments in air transportation 
are less promising than in the highway field. However, the 
possibilities do exist. It is quite possible that some valuable 
perishable agricultural specialties, and highly perishable animal 
products may be carried under contracts; and some traffic in 
the publication field may likewise be susceptible to that type 
of operation. It should be assumed that contract carrying by 
airlines will develop to some extent at least; and provision 
therefor should be made now in the regulatory framework for 
future air transport development... . 


“Since cargo moving by air will require dependable and 
available service, airline operators with at least one fixed base 
of operations would seem better able to satisfy such demands 
than those who may attempt to operate as an itinerant carrier, 
or an ocean tramp ship. Irregular route services thus could 
appropriately be offered both by trunk line carriers, and by 
fixed base operators.” 


Mr. Sorrell contended that air cargo development chiefly 
required scheduled service, and that the need of irregular route 
services could be met by the regular route carriers, both trunk 
line and fixed base. 


Air Passenger Service 


“As regards passenger services, irregular route and non- 
scheduled services (other than charter and special) do not 
appear to be extensively required by the public convenience 
and necessity of the United States,” he said. “Since some of 
the current applications will be granted, it is expectable that 
many more cities will be accorded a place on trunk-line, local 
or feeder routes. Expansion of regular route airlines will fur- 
ther decrease whatever opportunity now exists for irregular 
route non-scheduled air traffic. Surface modes of transport are 
generally so well developed that unless airlines are able to 
offer frequent and regular schedules—at least daily—the public 
will be reluctant to accept air transport.” 


He noted that the board, in returns to questionnaires sent 
out in connection with its investigation in No. 857, Local Feeder- 
Pickup Air Services, had found that there were, in 1940, 348 
charter plane operators, whose total revenues from all opera- 
tions were $3,927,265, including $688,760 from charter services. 
He said that five-sixths of these operators combined their char- 
ter services with sight-seeing, photography, flight instruction, 
advertising and miscellaneous operations. 


Deadhead mileage from the point of availability to the 
point of origination of the charter or special trip and back 
again, he said, presented an “‘economic” obstacle to the solicita- 
tion of charter party movements from “anywhere to anywhere” 
in the country. The greater the distance of an aerial taxi move- 
ment, the more rapidly the cost mounted, both by reason of the 
hourly cost of operation and because of the unlikelihood of a 
return fare, so that sooner or later the point was reached 
where the passenger would prefer the lower cost regular-route 
carrier, he said. He suggested that provision for filing a tariff 
of deadhead charges for mileage between point of availability 
and that of origination, to be added to the charter service 
proper, would “serve as a deterrent against reaching out unduly 
into the territory of another certificated carrier.” 





TRAFFIC WORLD 


International Air Transport 


Vice Admiral Emory S. Land, chairman of the Maritime 
Commission and War Shipping Administrator, speaking ex. 
temporaneously before the aviation subcommittee of the Sen- 
ate commerce committee in the hearings on S. 326, the Me. 
Carran bill providing for a single American flag airline for 
international operations, said he wished to state first, without 
any false modesty, “that I do not consider myself a competent 
witness, not only on the details of the proposed legislation but 
on the whole aviation policy.” 

“T have got troubles of my own, let alone trying to advise 
anybody on the aviation policy of the United States,” said he. 

As chairman of the Maritime Commission, however, the 
Admiral continued, he said he would like to say “we are firmly 
of the opinion that there should be no prohibitions or no inhibi- 
tions by statute in the relationship between transportation by 
air or by sea and that the merchant marine should be per- 
mitted to supplement its activities in the oceans.” 

Alluding to statements that the McCarran bill would es- 
tablish a monopoly in international air transportation, Admiral 
Land said in his opinion there was a very definite and positive 
distinction between monopoly at home and monopoly abroad. 

“T think the American people are definitely against mo- 
nopoly at home,” he continued. “I think there is a complete 
misinterpretation of the use of the term ‘monopoly’ when you 
come to anything that would compete with foreign commerce, 
The merchant marine has had 26 competitors in any line, route 
or service that you might bring up. I think one of the fallacies 
of the argument is attempting to apply the use of the term 
‘monopoly’ as regards the United States and the use of the 
same term as applied to any kind of foreign competition.” 

Chairman Bailey, pointing out that the State Department 
took the view that the bill dictated a monopoly under the U. S. 
flag, asked what the Admiral thought about that. The Admiral 
adhered to his view that the “home monopoly argument” did 
not apply to foreign competiiton. 


Land’s “Pie” Plan 


“T would like to take this opportunity to state some of my 
notions, which may not suit anybody,” said the Admiral. “It 
is my firm belief, as far as the merchant marine is concerned— 
and I think the analogy to aviation is close—and that is that if 
you are going to have successful foreign competition, from the 
standpoint of economics or otherwise—and I will use the mer- 
chant marine as an example—it would be the part of wisdom 
to divide the oceans in the world as you would a pie, and we 
would give to this American operator this segment of the 
ocean, we would give to another American operator this seg- 
ment of the ocean, and so on, and we would not permit any 
cut-throat competition by American citizens in that segment.” 

“Isn’t that what you are doing in the maritime operation?” 
asked Chairman Bailey. 

“It is the general intent of the policy although it is not the 
legal intent, because in one case which we tested legally we 
were compelled to put two operators in the same territory and 
subsidize both of them,” replied Admiral Land. “I think that 
was a mistake, but it was legally permissible and has worked 
out quite satisfactorily.” 

Asked what route was involved, Admiral Land said it was 
the South African route where the commission had tried to 
“amalgamate” the Sea Lines and the South African Line “but 
for reasons which were not sustained in the public hearing it 
was not practicable.” 

“That did not change my ideas as to the intelligent way of 
handling the situation, nevertheless,” he continued. “Anyway, 
that is not the chosen instrument idea, as one chosen instru- 
ment, but it is a multiplicity of chosen instruments, which, in 
my humble opinion, is the only satisfactory way of accomplish- 
ing the result from a national and international economic 
point of view.” 

“That is the exclusive right in a particular route, with the 
right reserved by the government to destroy that exclusive 
privilege at any time by granting a certificate to another com- 
pany,” said Chairman Bailey. 

Admiral Land agreed, stipulating that what he proposed 
should be subject to regulation of the commission to insure 
efficient operation. His thesis, said he, was not to have a single 
chosen instrument but multiple chosen instruments. 

In answer to Chairman Bailey, Admiral Land said that, so 
far as subsidized shipping operations were concerned the policy 
he indicated was being applied to the merchant marine except 
that the coastal and intercoastal or “free-running” agencies 
were not involved. 


C. A. B. Plan 
Chairman Bailey said the Civil Aeronautics Board pro- 


posed a system “pretty much like the shipping system.” 
Admiral Land agreed except that “they also propose, as 
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far as their activities are concerned, to exclude the shipping 
interests, which I think is a mistake.” He pointed to a British 
White Paper setting forth a policy permitting steamship lines 
to engage in air transport as a means of developing aviation. 
The Admiral discussed at length the advantages, as he saw 
them, of permitting steamship lines to have coordinated sea-air 
services operating under their own managements. 

Several witnesses, said Admiral Land, had stated that the 
American merchant marine had not prospered under a system 
of regulated competition. Those charges were based on two 
fallacies, said he. In the first place, he continued, the merchant 
marine never operated under a system of regulated competi- 
tion until the act of 1936 was adopted, and the second fallacy 
was the assumption that the American merchant marine had 
never prospered. He referred to the days of the American 
clipper ships. He said the United States in 1939 had the second 
largest merchant marine in the world and that the present 
policy of regulated competition had only been in effect three 
years prior to the war and “we had not sufficient time to test 
its value.” 

Questioned about figures submitted by Senator McCarran 
showing the decline in tonnage carried by American ships in 
the period 1830 to 1930, excluding the first world war period, 
Admiral Land said the reason was inefficient ships, slow ships, 
obsolete ships. Ninety per cent of the American merchant ma- 
rine was nearly 20 years old when the act of 1936 was passed, 
said he. He referred to “propaganda” that the United States 
was not a seagoing nation. He said he denied that. 

Admiral Land said he was not supported by the Maritime 
Commission in his views on “chosen instruments” and cutting 
“the oceans into a pie,” but he still thought that that was the 
way to rebuild the American merchant marine “and I think it 
is a direct analogy to aviation.” 

— are opposed to the pending bill?” asked Chairman 
Bailey. 

Admiral Land said he could not “ride along with the bill 
as it stands, although I think there are some principles in- 
volved in the bill which, by proper expansion and interpreta- 
tion, would be helpful to the solution to the problem of inter- 
national aviation.” 

The Admiral emphasized that he was an advocate “of the 
multiple chosen instruments principle, both as to air and sea 
transportation.” 

“Are you for the zone system with zones allocated to air- 
lines, and with the right of shipping lines to be licensed and 
fly on a particular route?” asked Chairman Bailey. 

“You have expressed my ideas exactly,” said Admiral Land. 


Air Policy Committee 


Seventeen domestic airlines, represented on a committee 
for U. S. air policy, opposed enactment of the McCarran bill 
through Alexander B. Royce, chairman of the committee. The 
airlines are All American Aviation, Inc., American Airlines, 
Inc., American Export Airlines, Inc., Braniff Airways, Inc., 
Chicago & Southern Air Lines, Inc., Colonial Airlines, Inc., 
Continental Airlines, Inc., Delta Air Lines, Eastern Air Lines, 
Inc., Inland Air Lines, Inc., Mid-Continent Airlines, Inc., Na- 
tional Airlines, Inc., Northeast Airlines, Inc., Northwest Air- 
lines, Inc., Pennsylvania-Central Airlines Corp., Transconti- 
nental & Western Air, Inc., and Western Airlines, Inc. 

Mr. Royce asserted that public interest, which he said 
“transcends all other considerations,” could best be served by 
conformity -with the nation’s existing air policy in setting up 
a regulated system of competitive airlines in overseas com- 
merce. He reviewed testimony of government department wit- 
nesses in favor of “the private enterprise system,” as he put it. 
He said the public interest was primarily concerned with “max- 
imum security and international pre-eminence in the world’s 
skyways.” 

_ “Our nation’s rightful position of leadership in international 
air commerce can best be maintained by adherence to the 
traditional American system of private enterprise,” Mr. Royce 
declared. “The competitive system, under the watchful regu- 
lation of the proper governmental authority, has resulted in a 
network of domestic air services which is the envy of every 
nation on the globe. A continuance of that system, which is 
already provided for in existing law, will assure us of similar 
Sovereignty in the world’s skyways. No cartel or monopolistic 
plan can bring it about.” 


In outlining the alternative methods under which inter- 


national air commerce could be carried on, the witness dis- 
Missed as untenable government ownership and commercial 
Operation by the armed services. He contended that the nature 
of commercial aviation precluded the possibility of wholly free 
anc unregulated competition. 

The only other two systems yet proposed, he said, were 
that of regulated competition between privately owned com- 
panies operating under a government regulatory body and 
the system proposed by Senator McCarran’s bill—that of oper- 
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ation of all foreign routes by a single company with collective 
management and ownership by all airlines. 

That seventeen of the nineteen airline operators strongly 
favored the former of these methods argued well for its suc- 
cess, said he. Since the passage in 1938 of the present civil 
aeronautics act (providing for “competition to the extent neces- 
sary to assure the sound development of an air transportation 
system properly adapted to the needs of the foreign and do- 
mestic commerce of the United States”), these experienced 
operators had had an opportunity to judge the effectiveness 
of the competitive system, said he. 

From the standpoint of national security, Mr. Royce argued 
that regulated competition would put more and better planes 
in the air than would the single operator; it would increase 
the number of routes flown and provide us with a greater 
number of skilled operators than would the system advocated 
by Senator McCarran. 

As to the danger of destructive competition between Amer- 
ican operators, he said that the Civil Aeronautics Board had 
avoided this result in domestic operation and that there was 
no reason to believe it would certify more operators to a route 
than its investigations indicated were warranted by the traf- 
fic flow. Regulated competition between American operators 
would not increase the amount of foreign competition, he as- 
serted, adding it would decrease rather than increase costs. 

“The American people demand a powerful aviation in- 
dustry for the preservation of the peace,” he declared. “They 
want a strong air transport industry to keep America in the 
forefront in international trade. They will never permit risk- 
ing our nation’s future greatness by putting all of our eggs 
in this one basket.” 


Damon for American Airlines 


Testifying as an opponent of the McCarran bill, Ralph S. 
Damon, vice president and general manager of American Air- 
lines, Inc., said that a system of regulated competition would 
undoubtedly prove more efficient and less costly than would 
the single company operation which the McCarran bill pro- 
posed. 

“It has been the unvarying history of air transportation 
that competition brings lower costs, better service, and a more 
efficient utilization of equipment,” he said. ‘ 

He quoted cost figures from U. S. domestic airlines expe- 
rience, citing operating expense as 61.5 cents a ton-mile, as 
against a figure of 193.1 cents a ton-mile for Pan American 
Airways, which, he said, had heretofore enjoyed a monopoly 
in over-ocean transportation. 

“Since such a large proportion of operating costs vary 
directly with the mileage flown,” Mr. Damon said, “there is 
no inherent advantage, from a cost standpoint, in a single com- 
pany operation.” 

There was no basic reason why the cost of international 
operations should greatly exceed domestic expenses, since the 
adoption of the same types of equipment in both services, he 
said. In support of this claim, he cited the example of his com- 
pany’s Mexico City route on which, according to his statement, 
costs were slightly less than the average for domestic opera- 
tion. He attributed the decreased cost to longer flight distances 
between stations. 

The differential in labor cost, which favored foreign oper- 
ators, would be offset, he stated, by the higher efficiency and 
more effective utilization of air fleets on the part of American 
flag carriers. He added that the high proportion of skilled and 
technical personnel required for airline operation must tend to 
make labor costs comparable for foreign and domestic opera- 
tion. The slight disparity between the 95 cents an hour rate 
paid to English airline mechanics and the $1.10 an hour rate 
that applied domestically would be further compensated for by 
the higher productivity of American labor, he averred. He cited 
a recent War Production Board study showing production by 
the man hour in the United States as exceeding that in the 
United Kingdom, Germany, and Soviet Russia by a ratio of 
more than 2% to 1, and that of Japan by more than 4 to 1. 

“American efficiency and superior technology have in the 
past given U. S. airlines considerably lower costs than were 
enjoyed by foreign operators,” he said. “In the last year for 
which figures are available, operating expenses of the leading 
European airlines varied from $2.11 to 86.4 cents per mile flown 
or an average of about $1.28. This compares with domestic 
costs of 58.9 cents per mile for,U. S. domestic operation costs. 
Thus, despite the fact that we have, and intend to maintain, 
wage scales far higher than those of the nations whose compe- 
tition we must meet,” he said, “there is impressive evidence to 
substantiate the possibility of successful competition with any 
foreign operator.” 

Export Airlines’ Witness 


John E. Slater, executive vice president of American Ex- 
port Airlines, Inc., the next witness, said there was nothing in 
the history of the American merchant marine that justified 
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inferences that competition in general and regulated competi- 
tion in particular had failed or was responsible for the decline, 
in past years, in the percentage of world trade and of Amer- 
ican imports and exports transported in American vessels. On 
the contrary, he said, the system of regulated competition 
showed promise of real success. 

He said there had been a drop from 90 per cent to 10 per 
cent of American trade carried in American bottoms, not be- 
cause of failure of competition, but because “this country 
deliberately turned its back on the sea and developed its own 
products rather than bringing them from foreign shores.” He 
stated that in 1938, after provisions of the merchant marine act 
of 1936 had begun to operate, slightly more than 20 per cent 
of the dry cargo handled in American foreign trade was carried 
by American ships, with old, slow vessels, and that these ships 
handled 25 to 50 per cent of the ‘“‘superior types” of cargo. 

“Whether we analyze shipping or air transport,” he said, 
“we cannot find justification of the statement that subsidies are 
inherently tied to competition.” 

He asserted that there had been great exaggeration with 
respect to subsidies in international air transport. If American 
operators on foreign air routes received $3 a pound as mail 
pay, they could obtain reasonable profits ‘in the light of the 
investment made,” and this amount of mail pay would be only 
25 per cent of the revenue received by the federal government 
from trans-Atlantic mail and would be only 50 per cent even 
if the present foreign air mail rates were cut by 50 per cent, 
he said. Regulated competition under which new ideas and 
methods would be introduced would mean lower costs, and 
would result in benefits for the public, he averred. 

He was asked how the costs of American Export Airlines 
compared with those of Pan American, and said that some of 
the costs of Export might be higher and other costs lower 
than those of Pan American. He predicted that U. S. trans- 
Atlantic air carriers would have competition, after the war, 
from Dutch, British and Scandinavian air carriers, but he ven- 
tured no predictions as to what Russia might do in this field. 
When committee members suggested that a Russian airline, 
because of a lack of concern about salaries, return on capital 
investment, etc., might offer trans-oceanic passenger service 
at fares far below those offered by American flag carriers, 
Mr. Slater suggested that the trans-Atlantic carriers probably 
would enter into a conference agreement with respect to 
minimum rates. He said that unless there were such an agree- 
ment or “an international C. A. B.,” there would be rate wars 
between the carriers and resultant chaos. 

“You are proposing a practically regulated government 
enterprise which amounts to socialization, whether we like 
it or not,” said Senator Brewster. 


T. W. A. President’s Testimony 


Jack Frye, president of Transcontinental & Western Air, 
Inc., last witness heard by the subcommittee April 10, endorsed 
the statements that Messrs. Royce, Damon and Slater had 
made with respect to competition. He said the contention by 
proponents of the McCarran bill that domestic airlines that 
did not have foreign air rights would “make deals” with for- 
eign operators disadvantageous to the best interests of the 
United States were “greatly exaggerated.” He contended that 
customer preference would be “the ruling factor” in selection 
of the lines over which the customer would travel. He said 
that, as long as U. S. air carriers got their share of the 
business, he saw nothing wrong with selling tickets to travel 
on foreign lines, and that this was part of the spirit of two- 
way trade. 

As to the argument of certain proponents of the McCarran 
bill that only a few 200-passenger planes would be needed to 
handle all the international air traffic to and from this country 
after the war, Mr. Frye said that few international air routes 
would support planes of that size. He contended that planes 
“one-third to one-half that size’ would do a more efficient 
and more economical job. He said his friends in the shipping 
business had told him that they did not plan to build any ocean 
liners of the Normandy or Queen Mary types. He maintained 
that three to five years would be required to perfect a 200- 
passenger plane. Two or three years later, planes of 50 to 
100 passenger capacity would cross the Atlantic in one-third 
less time and at lower cost a passenger-mile than the 200- 
passenger plane. These smaller planes, he predicted, would 
cross the Atlantic to London in nine hours. He said he believed 
that within 10 years after the war a passenger fare as low as 
$100 from this country to London would be possible. 

He declared that the domestic airlines were responsible for 
placing in service “every transport plane with a cruising speed 
over 150 miles an hour.” 


AIRLINE DIRECTORSHIPS 
_ American Airlines, Inc., and James E. Bruce, in an appli- 
cation filed with the Civil Aeronautics Board and docketed as 
No. 1828, have asked approval by the board of interlocking 
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corporate relationships proposed to exist by the holding by Mr. 
Bruce of the positions of director of American Airlines and 
director of the American Hawaiian Steamship Co. 

In No. 1835, United Air Lines, Inc., and John J. Mitchell, 
of Santa Ynez, Calif., have asked the C. A. B. to approve inter- 
locking corporate relationships proposed to exist by the holding 
by Mr. Mitchell of the positions of director of United Air Lines 
and of the Chicago Tunnel Corporation, Chicago Tunnel Ter- 
minal Co., Chicago Tunnel Transport Co., and Chicago Steam 
Corporation. 


Air Certificate Applications 


Colonial Airlines, Inc., in an application it has filed with 
the Civil Aeronautics Board, proposes to extend its route be- 
tween New York City and Montreal, Canada, now designated 
as foreign air mail route No. 1, southward to Washington, D. C. 

The application, No. 1834, requests authority to serve 
Reading, Philadelphia and Lancaster, Pa., and Baltimore, Md., 
as intermediate points on the proposed route extension. 

By an order of the C. A. B., docket No. 1830 has been 
assigned to that part of the application of Braniff Airways, Inc., 
in No. 1717, proposing air service between Washington; D. C 
and Newark, N. J.-New York, N. Y., via Philadelphia. 

New applications, in addition to that of Colonial, filed with 
the C. A. B. are the following: 


No. 1826, Thompson Airways (Charles F. Thompson); scheduled 
transportation of persons, property and mail between Pittsburgh, Pa., 
and New York City, via Washington, D. C., Baltimore, Salisbury and 
Ocean City, Md., Rehoboth, Del., Cape May and Atlantic City, N. J., 
and Philadelphia, Pa. 

No. 1827, Ernest Long, Los Angeles, Calif.; scheduled transporta- 
tion of persons, property and mail from Los Angeles to Palm Springs, 
Calif., to Las Vegas and Reno, Nev., thence to Sacramento, Calif., and 
back to Los Angeles. 

No. 1829, Chicago & Southern Airlines, Inc., Memphis, ‘lenn.; 
scheduled transportation of persons, property and mail between Mem- 
phis and Jacksonville, Fla., via Atlanta, Ga., or Chattanooga, ‘lenn., 
or Birmingham, Ala. 

No. 1831, Alaska Air Lines; amendment of certificate for air serv- 
ice between Nome and Kotzebue, Alaska, so as to authorize transpor- 
tation of mail on that route. 


T. W. A. SERVICE AT LOS ANGELES 

By an order in No. 1477, United Air Lines, Inc., vs. Trans- 
continental & Western Air, Inc., a complaint of United Air 
Lines seeking action by the board to prohibit stops by T. W. A. 
at Los Angeles for periods in excess of 45 minutes, the Civil 
Aeronautics Board has dismissed the complaint. The board 
stated in the order that the complaint was filed July 3, 1944; 
that the board had adopted, on November 1, 1944, a regulation 
limiting any scheduled stop in the United States to 45 minutes 
if origination or termination of such flight at such point was 
prohibited by a restriction in the certificate, and that T. W. A. 
had so limited its Los Angeles stops since July 15, 1944. 





PAN AMERICAN AIR ACCIDENT REPORT 


A crash of a Sikorsky S42 flying boat of Pan American 
Airways that occurred August 8, 1944, in the course of an at- 
tempted take-off at Antilla, Cuba, and in which 17 passengers 
were killed and nine passengers and all of the five crew mem- 
bers survived, was caused by “the faulty technique employed 
by the pilot,” and such “faulty technique” was due largely to 
limited experience of the pilot on the particular type of air- 
craft flown, the Civil Aeronautics Board said in a report on 
investigation of the accident. 


SURPLUS AIRCRAFT 
The Surplus Property Board has announced the tenth allo- 
cation of surplus transport planes, non-standard to military 
specifications, consisting of 22 planes. Seventeen went to do- 
mestic operators and five to foreign airlines. 


AIR ROUTES TO LATIN AMERICA 


The Civil Aeronautics Board has assigned for oral argu- 
ment beginning April 30, in Washington, the proceedings in 
Docket No. 525 et al., the Latin American Cases, involving sev- 
eral applications for authority to establish air service between 
the United States and points in Central America, South Amer- 
ica, and the Caribbean area. 


UNITED AIR LINES SCHEDULES 


United Air Lines planes, largely because of improved main- 
tenance, are averaging almost twelve hours flight a day per 
plane, according to J. A. Herlihy, vice-president in charge of 
operations, who said that United’s schedules, calling for more 
than 100,000 miles daily, were of such frequency that the com- 
pany had as many as thirty-eight planes in the air at peak 
periods of the day. 
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Rail Transport Situation 


The box car shortage continues in all sections of the coun- 
try except New England and is particularly critical in western 
territory on grain loading lines; demand for stock cars in the 
southwest is particularly heavy; demands for coal cars, gon- 
dolas, plain flats and covered hoppers are heavy while the 
need for tank cars for commodities of other than petroleum 
continues heavy; fewer embargoes have been placed thus far 
this year than in the corresponding period of 1944 but some 
action as to L. C. L. traffic may be necessary; the situation 
at the ports is good; passenger travel shows a slight decrease 
as a whole but in some sections it is running ahead of last 
year, and car detention increased slightly in March as com- 
pared with February, according to the second monthly review 
of the national transportation situation sent by W. C. Kendall, 
chairman of the car service division of the Association of 
American Railroads, to the general chairmen of the regional 
Shippers Advisory Boards and the officers of the National 
Association of Shippers Advisory Board (see Traffic World, 
March 24, p. 719). The report follows: 


Box Cars 


While there has been a slight easing in the general box car supply 
situation due to improved conditions in the prolonged storm stricken 
eastern area, the supply of this type of equipment in all sections 
except in New England falls short of matching daily requirements, and 
the situation is particularly critical in western territory on grain load- 
ing lines. There has been no easing in the heavy demand for high-grade 
box for loading munitions, explosives and other war materials as well 
as grain and grain products and food supplies. 

The program set up by the Car Service Division with eastern and 
southern roads effective February 19 for delivery of empty box cars 
to their western connections on daily quota orders is progressing satis- 
factorily and deliveries of box cars through principal western gateways 
by the eastern and southern roads during the period February 19 to 
April 5 have aggregated 54,189 empty box cars. On the basis of total 
box car receipts, both eastbound and westbound, through principal 
western gateways, western roads received an excess of approximately 
25,000 box cars over their box car deliveries to eastern and southern 
roads. There still remains a tremendous backlog of materials to be 
shipped, including a large amount of grain still on farms and in country 
elevators which must be moved prior to this year’s harvest starting early 
in June. Notwithstanding the increased flow of box cars to western 
railroads, there were as of April 7 a total of 1923 country elevators 
closed as compared with 2,089 on March 19. 

While it is expected there will be further improvement in the general 
box car supply, the remaining backlog of traffic to be loaded and the 
heavy program of the armed forces for the loading of grain and other 
food stuffs to be shipped to liberated countries in Europe, together with 
prospective bumper crops of agricultural products and domestic military 
requirements, will undoubtedly continue the present tight box car supply 
through the balance of this year and will mean that utmost efficiency 
will have to be observed in the handling of every available unit of box 
car equipment through the months to come. 


Stock Cars 


The Spring live stock movement is now well under way and ship- 
ments at the present time are particularly heavy from the Southwest 
and it has been necessary to provide relief to the live stock loading 
lines through delivery of surplus stock cars by eastern and south- 
eastern roads. It has also been necessary to withdraw stock cars 
from loading where they have been substituted for box cars. 


Coal Cars 


The production of coal during the first week of April was sub- 
normal, but with the opening of navigation on the Great Lakes April 2 
and the resumption of normal coal production, the demands for coal 
cars for the handling of ore, stone, coal, sand, etc., will be heavy 
There will be no surplus of this type equipment. It will require expe- 
ditious handling by the shipping public and the carriers to avoid spotty 
deficiencies at the mines. 

Gondolas 


The demands continue heavy, and while the requirements as a 
total are being reasonably well met, the supply is uncomfortably thin 
with some spotty deficiencies on individual roads in the Eastern, Alle- 
gheny, and Southern Districts. 


Plain Flats 


There is no diminution in the requirements for this type car. The 
Supp!y is tight in all originating districts with some deficiencies in the 
tri-state area of Illinois-Ilowa-Wisconsin and the Southern District. 
Every unit will continue to be in active demand. 


Heavy Capacity Flats 
By reason of the method of control exercised by the car service 
division over this small ownership of cars, with the concurrence of the 
Owners, the requirements for plain, depressed, and well type flats of 
more than 151,000 capacity continue to be met in a commendable 
Manner, j 
Covered Hoppers 


Increased demands are placing a strain on the supply of this type 
of equipment. With the advent of Spring weather and the opening of 
Tepai: construction programs, the requirements for covered hoppers 
to.mceve bulk cement are expected to increase to some extent and the 
Supply will be thin. 


Tank Cars 
i V ith generally improved operating conditions on the railroads, de- 
veries 
show: 


of oil and other commodities transported in tank cars have 
a decided upturn recently and are expected to continue at a 
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higher rate during the current quarter. Tank cars assigned for mgve- 
ment of petroleum traffic to the Atlantic and Pacific Coast Areas and 
operated in symbol oil trains are being turned around with greater 
dispatch as a result of which the utilization of cars in this service has 
been increased perceptibly. 

The need for tank cars for commodities other than petroleum 
continues heavy and special attention has been given to the expeditious 
movement of this class of equipment, both loaded and empty. There 
have been instances of delay to such cars and in each case of excessive 
delay to which attention is called, there is prompt handling for appro- 
priate corrective action. 

The Office of Defense Transportation has issued Special Direction 4 
to General Order O. D. T. 7, Revised, which provides that effective 
May 1, 1945, permits must be obtained from O. D. T. for using tank 
ears for 500 miles or more, to transport asphalt and tar to be used 
for road surfacing. The order does not apply when such products are 
intended for industrial purposes; or for military use when consigned 
on government bills of lading. 


Embargoes 


The following tabulation shows the total number of embargoes 
placed on account of accumulation and car delay during the period 
January 1 through March 29, 1945, compared with the number placed 
during the corresponding period of the two preceding years: 


Embargoes Placed 
By railroads ByC.S.D. Total 


POM Sines csatas nabuae-eaueesen een 72 170 242 
ETE ee eR reer 66 238 304 
WE Gite iiss Ssbesicsssmarensceea 60 90 150 


While there have not been any general embargoes on carload or 
LCL freight since our last report, the information reaching the Car 
Service Division as to the LCL situation continues to indicate a need 
for some additional action which will enable the railroads to release 
cars which are now being held and delayed awaiting unloading of LCL 
freight at railroad freight houses and transfers. A conference will be 
held this week with the transportation officers of roads most affected 
for the purpose of canvassing the entire situation and determining upon 
a satisfactory course of action. 


Export Freight 


During the month of March total unloadings of export and coastal 
freight at U. S. ports were 208,112 cars, an average of 6,713 cars per 
calendar day. This is the greatest volume of export movement of 
record and compares with a previous peak of 6,067 cars per day during 
February, 1945. 

The situation at the ports is good, there being on March 30 a total 
of 29,226 cars of export and coastal freight at all ports as compared 
to an average daily unloading during the week ended March 30 of 
7,224 cars per day indicating roughly that the ‘‘bank’’ of export freight 
at all ports averages four days, or almost fifty per cent less than the 
free time on export freight which at most ports is seven days. An 
arrangement has been worked out with the army under which materials 
of war enroute to the ports when V-Day in Europe is proclaimed 
will be stopped and held by the railroads and reported to the army for 
disposition. This will prevent clogging the ports with a tremendous 
volume of shipments which may not be needed in Europe after the 
collapse of Germany. 

Passenger Cars 


As .relates to the passenger car section, there is very little of 
general interest that can be added to what was said 30 days ago. 
Fluctuations in the use of passenger train equipment sectionally are 
noted. While there appears to have been a downward tendency of 
passenger travel since the first of the year, it is reported from some 
sections of the country that passenger business continues at a rate 
ahead of a year ago. 

The many special services that the railroads are called upon to 
provide are indicated in the continued use of passenger train equipment 
as reflected in the following comparison of the figures for January this 
year, aS compared with like period a year ago: Total passenger train 
car miles show an increase of 1.5%; passenger coach car miles increased 
.8%; mail, express, baggage, etc., car miles show an increase of 4.1%. 
No later figures are as yet available. No reliable estimates can be 
made as to what may be expected as a result of the changing conditions 
in the battle areas, but the indications point toward a continued heavy 
demand for passenger carrying cars, as well as for headend equipment 
such as baggage, express, etc. 


Shippers Advisory Boards 


The railroad weekly car detention reports submitted through the 
district managers’ offices to the freight car efficiency committees of 
the shippers boards show in March, 1945, a percentage of detention to 
ears of 16.13%. The following comparison is made: 

Feb.. 1945...... 16.02% March 1944...... 18.02% 
Jan, 10838...:.... 17.30% March 1943...... 27.05% 

The reports cover checks made one day each week, usually Friday. 
The total number of cars, on the five day check, held by receivers over 
the free time of 48-hours was 73,655 which was almost the identical total 
number of cars so detained in March a year ago and was 15,739 more 
cars than were so detained in February, 1945. The March, 1945, figures 
show an increased number of cars held by receivers in seven boards 
and a decreased number in six boards compared with March of 
last year. 

The Perfect Shipping Month campaign is progressing satisfactorily 
in all boards. 


FREIGHT CAR REPORT 


In the week ended April 7, U. S. railroads reported a daily 
average surplus of 9,319 freight cars and a daily average short- 
age of 16,138 freight cars, according to the car service division 
of the Association of American Railroads. : 

Comprising the average daily surplus were the following: 
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Plain box, 2,191; auto box, 64; flat, 156; gondola, 1,514; hopper, 
868, and miscellaneous, 4,526. The following constituted the 
daily average shortage: Plain box, 14,796; auto box, 913; flat, 
207; gondola, 205, and miscellaneous, 17. 

The U. S. railroads, in the week ended March 31, reported 
a daily average surplus of 8,578 freight cars and a daily average 
shortage of 18,514 freight cars, according to the car service 
division. It said the average daily surplus in that week con- 
sisted of the following: Plain box, 2,366; auto box, 37; flat, 94; 
gondola, 1,479; hopper, 548, and miscellaneous, 4,054. The 
shortage, it said, was made up as follows: Plain box, 15,976; 
auto box, 1,099; flat, 814; gondola, 230; hopper, 356, and mis- 
cellaneous, 39. 


Tonnage and Length of Haul 


While rail ton-miles were two-thirds greater in 1944 than 
in the peak year of 1929, the reason for this was that, under 
wartime conditions, railroads were moving freight much longer 
distances than in peacetime, said C. E. Johnston, chairman of 
the Western Association of Railway Executives, in a comment 
on government estimates that placed 1944 production at double 
that of any peacetime year. The tonnage of freight loaded by 
the railroads in that year, he said, was actually up only about 
one-eight over 1929, and pointed out that the average haul a 
ton in that year was 242 miles, as compared with 182 miles in 
the earlier year. 

The significance of this in post-war planning, he said, was 
that even if national production was maintained at high levels, 
there would be sharp decline in the volume of transportation 
performed and in railway revenues if the average haul of ship- 
ments went back to the normal distances of peacetime. 

“A decline of one-eighth in the volume of railway tonnage 
originated after the war, accompanied by the contraction of the 
average haul to the 1929 basis, would combine to reduce the 
volume of railroad service, measured in ton-miles, about one- 
third. This would mean a reduction in freight revenues of more 
than 2 billion dollars,’ he said. ‘Further decreases, of course, 
may result from the return of some of the traffic to other 
forms of transportation whose services have been curtailed or 
discontinued during the war.” 

Mr. Johnston said that ‘while factors such as continued 
improvements in operating efficiency and lower fixed charges 





Revenue Freight Loading 

Revenue freight loading the week ended April 7 totaled 
764,763 cars, according to the Association of American Rail- 
roads. This was 70,463 cars or 8.4 per cent below the preceding 
week, 23,222 cars or 2.9 per cent below the corresponding week 


of 1944, and 24,256 cars or 3.1 per cent below the corresponding 
week of 1943. 
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can be counted upon to offset a part of this reduction in revenue, 
in order to assure a sound, self-supporting transportation sys- 
tem after the war, it will be necessary to give consideration to 
the level of rates, now virtually on a pre-war basis, and the 
higher wages, taxes and other costs which now prevail. 

“Postwar projects which call for expanding the naticn’s 
transportation facilities through the expenditure of billions of 
dollars of taxpayers’ money for highways, air-fields and inland 
waterways, should be re-examined from the standpoint of what 
the public expects from the railroads in the postwar era. Fu- 
ture governmental policies with respect to other forms of trans- 
portation will determine whether the railroads can remain sclf- 
supporting, and the extent to which they can maintain full em- 
ployment in the rehabilitation and modernization of their facili- 
ties. 

“Under a sound national policy there need be no appre- 
hension about the future of the railroads.” 

Traffic figures, said Mr. Johnston, showed that in peace- 
time the rise or fall in the tonnage of freight originated by the 
railways was accompanied by closely corresponding increases 
or declines in ton-miles. For example, he said, 42 per cent more 
tonnage was originated in 1929 than in 1921, and the increase 
in ton-miles of service performed was 46 per cent; tonnage 
originated in 1940 was 56 per cent greater than in 1932 and 
ton-miles moved up 59 per cent. 

The comparison between 1944 and 1940 shows how war 
conditions have changed this relationship through lengthening 
the average haul of freight shipments, he observes, adding that 
tonnage originated in 1944 was 49 per cent greater than in 
1940, while ton-miles increased 98 per cent, or double the per- 
centage increase of tonnage originated. 


RAIL FINANCIAL DATA 


Class I railroads, exclusive of switching and terminal com- 
panies, had, at the end of January, 1945, total current assets 
of $4,669,737,693, including $993,829,661 in cash, as against cur- 
rent assets aggregating $4,629,727,896, including $1,175,790,732 
in cash, at the end of January, 1944, it was shown in a com- 
pilation of selected income and balance sheet items of those 
railroads, prepared by the Commission’s Bureau of Transport 
Economics and Statistics and identified as statement M-125. 

Funded debt that would mature within six months from 
January 31, according to the statement, totaled $105,484,396, 
as against a corresponding figure of $74,510,363 reported at the 
end of January, 1944. The bureau said these figures included 
payments of principal of long-term debt (other than long-term 
debt in default) that would become due within six months 
after the close of January. 

Total current liabilities of the Class I roads at the end of 
January of this year amounted to $2,962,165,041, compared 
with a total of $3,042,513,271 on January 31 of last year, the 
bureau reported. It said that the current liabilities total for 
last January included accrued tax liability of $1,837,441,598, as 
against $1,856,075,558 at the end of January, 1944. Federal 


Revenue Freight Car Loading—Weed Ended Saturday, April 7 


Grain and Live 
grain-prod. stock Coal 
: { 1945 46,341 14,536 118,147 
OE “OEP POGOB soo ks.cc sé csccceese { 1944 40,120 14,179 167,312 
1943 41,959 13,765 173,831 
Preceding week March 31......... 1945 46,560 14,516 171,507 
Per cent increase over............ 1944 15.5 25 
Per cent decrease under.......... 1944 29.4 
Per cent increase over............ 1943 10.4 5.6 
Per cent decrease under.......... 1943 32.0 
{ 1945 607,416 204,051 2,277,472 
Cumulative 14 weeks to Apr. 7.. { 1944 698,188 213,726 2,462,682 
| 1943 671,853 184,821 2,399,069 
Per cent increase Over............ 1944 
Per cent decrease under.......... 1944 13.0 4.5 7.5 
Per cent increase over............ 1943 10.4 
Per cent decrease under.......... 1943 9.6 5.1 





Revenue Freight Car 





Grain and Live 
grain-prod. stock Coal 
{ 1945 46,560 14,516 171,507 
PRM BAL TOROS. oo. siccccaceccdaee 4 1944 41,327 14,473 164,337 
1943 43,326 13,859 157,426 
Preceding week March 24.........1945 45,822 15,668 167,063 
Per cent increase over............ 1944 12.7 3 4.4 
Per cent decrease under.......... 1944 
Per cent increase over............ 1943 7.5 4.7 8.9 
Per cent decrease under.......... 1943 
{ 1945 561,075 189,515 2,159,325 
Cumulative 13 weeks to Mar. 31. { 1944 658,068 199,547 2,295.370 
(1943 629,894 171,056 2,225,238 
Per cent increase over............ 1944 
Per cent decrease under.......... 1944 14.7 5.0 5.9 
Per cent increase over............ 1943 10.8 


Per cent decrease under.......... 10.9 3.0 


Loading—Week Ended Sat., March 31 





Forest Mdse. 
Coke Products Ore L.C. L. Miscellaneous Total 
13,443 39,088 35,437 108,935 388,836 764,763 
14,953 45,737 21,310 108,604 375,770 787,985 
14,673 42,659 21,196 99,519 381,417 789,019 
15,639 41,774 22,201 112,246 410,783 $35,226 
66.3 3 3.5 
10.1 14.5 2.9 
67.2 9.5 1.9 
8.4 8.4 3.1 
205,164 555,494 213,828 1,422,832 5,348,374 10,834,631 
211,300 600,219 206,308 1,446,861 5,177,554 11,016,838 
210,280 553,984 214,051 1,304,595 5,062,276 10,600,929 
3.6 3.3 
2.9 1.5 LZ at 
3 9.1 5.7 2.2 
2.4 Py 


Forest Mase. 
Coke Products Ore L.C. L. Miscellaneous Total 
15,639 41,774 22,201 112,246 410,783 835,226 
14,797 40,992 17,444 109,013 383,723 786,106 
14,415 41,895 17,135 100,966 383,080 772,102 
14,935 39,604 IST 110,214 404,875 816,058 
5.7 1.9 2:3 3.0 TA 6.2 
8.5 29.6 11:9 1.2 8.2 
os 
191,721 516,406 178,391 1,313,897 4,959,538 10,069,868 
196,347 554,482 184,998 1,338,257 4,801,784 10,228,853 
195,607 511,325 192,855 1,205,076 4,680,859 9,811,910 
3.3 
2.4 6.9 3.6 1.8 1.6 
1.0 9.0 6.0 2.6 
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J Total 
764,763 
787,985 
789,019 
$35,226 


2.9 


3.1 
10,834,631 
11,016,838 
10,600,929 


is Total 
835,226 
786,106 
172,102 
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government taxes constituted $1,707,261,001 of the accrued tax 
liability last January 31, while the corresponding figure at the 


end of January, 1944, was $1,724,595,747, according to the 
statement. 


Transport Statistics Comment 


After citing figures showing an increase of 1.46 per cent 
in total ton-miles of revenue freight carried by the Class I 
steam railroads in 1944, as against 1943, and increases of 
8.8 per cent and 3.23 per cent, respectively, in total passenger 
miles and total number of passengers carried, the Commis- 
sion’s Bureau of Transport Economics and Statistics, in the 
April issue of its “Monthly Comment on Transportation Statis- 
tics,’ said that a comparison of the operating revenues and 
operating expenses a car-mile (all transportation service car- 
miles) for the recent years indicated a rise of 42.6 per cent in 
revenues and of 32 per cent in expenses in 1944 over 1940. 

Operating revenues averaged 22.47 cents a car-mile and 
operating expenses averaged 14.96 cents a car-mile in 1944, 
compared with corresponding figures of 15.76 cents and 11.33 
cents in 1940, the bureau said. 

The total ton-miles of revenue freight in 1944 increased 
to 737.6 billion, from 727 billion in 1943, despite a slight decline 
(0.01 per cent) in the total number of revenue tons carried, 
said the bureau. 

“However,” it continued, “the average haul per ton per 
road was up 1.54 per cent. The average freight car load de- 
creased 1.8 per cent, but the average train loan increased 1.97 
per cent. The revenue per ton-mile was 0.949 cents in 1944 
compared with 0.933 cents in 1943, or an increase of 1.71 per 
cent. 

“The total passenger miles rose from 87.8 billion in 1943 
to 95.6 billion in 1944, or 8.8 per cent, while the total number 
of passengers increased 3.23 per cent. The average journey 
per passenger per road (other than commutation) was 7.2 
miles or about 5 per cent longer in 1944 than in 1943. The 
revenue per passenger mile declined (0.52 per cent) in 1944. 


Se and passenger mile totals reached all-time highs 
in 1944,” 


Revenues and Costs—1944 vs. 1940 


With respect to the data on revenues and expenses by the 
car-mile, the bureau stated: 


An analysis of the principal expense items per car-mile for the 
same two periods (1940 and 1944) reveals increases of 62.7 per cent in 
depreciation and amortization, 43.3 per cent in fuel expenses, 28 per 
cent in employe compensation charged to operating expenses, and 30 
per cent for all other expenses. The large percentage increase in de- 
preciation and amortization is the result of charges to operating ex- 
penses beginning in 1941 which represents amortization of defense 
projects over a five-year period for tax purposes and of the fact that 
depreciation accounting for certain items of roadway property became 
mandatory by order of this Commission effective January 1, 1943. 

Passenger revenue per passenger carrying car-mile increased 145.1 
per cent in 1944 over that of 1940 in comparison with an increase of 
21.3 per cent in freight revenue per loaded freight car-mile. The freight 
revenue per freight train car-mile (including the loaded and empty cars) 
increased 29.1 per cent. 


Carloading Estimates 


The bureau estimated that loadings of carload freight in 
the first half of 1945 would total 18,469,388 cars, a decrease 
of 138,692 cars from the first half of 1944, and noted that this 
estimate was 1.7 per cent higher than that made in March 
(see Traffic World, March 10, p. 589). It said that weekly 
loadings of revenue freight in April were expected to average 
838,300 cars, an increase of 2.2 per cent over the levels of 
April, 1944, and 4.3 per cent over the average for the five 
weeks ended March 31, 1945. Forecasts for the third quarter 
months of 1945, it said, indicated that loadings of carload 
freight in this period would be 0:5 per cent under similar car- 
loadings for the third quarter of 1944. 

Noting that the index for freight revenue of Class I rail- 
roads in February, with the average for the years 1935 through 
1939 as 100, was 221.4, the bureau commented that this index 
was higher than the indexes for December and January, those 
figures having been 213.9 and 208.2, respectively, but lower 
than that of last November, which was 225.3. It added that 
the index of passenger revenues (1935-1939 as 100) was 397.8 
for February, and said this was slightly higher than that of 
January but less than for any month from June, 1943, to 
December, 1944, inclusive. 


Rail Employe Earnings. 


__In a discussion of earnings of railway employes, the bureau 
Said that straight-time hourly earnings in each of the occupa- 
tional groups were higher by 20 per cent or more in 1944 
than in 1940, and added: 


‘the percentages of increase ranged from 21.2 in the case of train 
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and engine service employes to 36.9 for maintenance of way and struc- 
tures employes, while for all hourly paid employes the increase was 
27.2 per cent. These increases in hourly rates are largely the result 
of the wage agreements of December, 1941, and of January, 1944, en- 
tered into by the railways and their employes in the settlement of wage 
disputes. The high percentage (36.9) for the maintenance of way and 
structures group is explained by the fact that the large number of the 
lower paid section men and extra gang men included in this group 
received increases under the agreements which were proportionately 
greater than those of employes in the higher wage brackets. 


The average annual compensation an employe, based on 
the average mid-month counts of Class I railroad employes, 
including overtime, had risen from $1,825 in 1940 to $2,664 in 
1944, or 46 per cent, and had increased for each of the occu- 
pational groups, the bureau said, as follows: 


Clerical and general, from $1,788 to $2,399, or 34.2 per cent; main- 
tenance of way and structures, from $1,234 to $2,021, or 63.8 per cent: 
maintenance of equipment and stores, from $1,711 to $2,661, or 55.5 
per cent; transportation: (a) other than train and engine, from $1,713 
to $2,375, or 38.6 per cent; (b) switch tenders and hostlers, from $2,153 
to $3,161, or 46.8 per cent, and (c) train and engine, from $2,576 to 
$3,580, or 39 per cent. 


Excluding overtime, the average annual compensation of 
the Class I railroad employes had increased from 1940 to 1944 
by 31.5 per cent (from $1,746 to $2,296), and, by occupational 


groups, the increases, according to the monthly comment, had 
been as follows: 


Clerical and general, from $1,758 in 1940 to $2,189 in 1944, or 24.5 
per cent; maintenance of way and structures, from $1,188 to $1,664, 
or 40.1 per cent; maintenance of equipment and stores, from $1,66U0 
to $4,178, or 31.2 per cent; transportation: (a) other than train and 
engine, from $1,644 to $2,119, or 28.9 per cent; (b) switch tenders ana 
hostlers, from $2,124 to $2,798, or 31.7 per cent, and (c) train and engine, 
from $2,400 to $3,191, or 33 per cent. 


Regardless of whether the mid-month count or the monthly 
count of all employes who received any pay was used or 
whether overtime was included or excluded, said the bureau, 
the average annual compensation increased substantially more 
percentagewise for each of the groups except “clerical and 
general” and “transportation—other than train and engine” 
than did the straight time haurly earnings. It added: 


In contrast. with an increase of 27.2 per cent in hourly earnings 
the average annual compensation (including overtime) for all employes 
whose time is reported on an hourly basis was 46 per cent greater in 
1944 than in 1940, based on the average mid-month count of employes. 
When based on the average number of employes who received any pay 
it was 45.4 per cent greater. However, when overtime payments are 
excluded from the computations the increases were 31.5 and 30.9 per 
cent, respectively. 

The preliminary count of all employes of Class 1 steam railways 
as of the middle of February, 1945, was 1,412,890, which is 1.88 per 
cent above the February, 1944, total and 1.59 per cent above that of 
January, 1945. 


Pullman Co. Revenues 


The bureau reported that for the 12 months ended with 
December, 1944, the revenues of the Pullman Co. after con- 
tract adjustments with the railroads amounted to $141,287,864, 
“an increase of 17.2 per cent over the 1943 total.” Continuing, 
it said: 

Operating expenses amounted to $107,988,299, or 16.4 per cent above 
those of 1943. The resulting net revenue of $33,289,565 for 1944 was 
19.9 per cent higher than that of the previous year. Federal income 
and excess profits taxes ($16,608,993) absorbed 49.9 per cent of the 
1944 net revenue and an additional 15 per cent was used to meet pay- 
roll taxes. After consideration of all taxes and revenues and expenses 
of auxiliary operations the operating income of the Pullman Company 


was $10,720,628 in 1944 as compared with $5,553,086 in 1943, or an in- 
crease of 93.1 per cent. 

The total number of Pullman passengers carried was 35.8 million 
in 1944, or 9.8 per cent above that of 1943, while the number of pas- 
senger-miles (28,267 million) increased 9.2 per cent. The average 
journey per passenger was 789 miles in 1944 or about 4 miles less than 
in 1943. 


RAIL PASSENGER STATISTICS 


Passenger revenues of Class I steam railways, exclusive of 
switching and terminal companies, totaled $88,838,296 in coaches 
and $52,487,296 in parlor and sleeping cars for December, 1944, 
as against $95,494,393 and $51,250,740, respectively, for Decem- 
ber, 1943, a decrease of 7.0 per cent and an increase of 2.4 per 
cent, respectively, according to a compilation by the Commis- 
sion’s Bureau of Transport Economics and Statistics of passen- 
ger traffic statistics, other than commutation, statement M-250. 

For the 12 months ended with December, 1944, passenger 
revenues amounted to $1,077,722,670 in coaches and $655,575,559 
in parlor and sleeping cars as compared with $1,006,187,516 and 
$590,194,403, respectively, for the like period of 1943, increases 
of 7.1 and 11.1 per cent. 


Revenue passengers carried for December, 1944, totaled 
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45,263,502 in coaches and 5,351,272 in parlor and sleeping cars 
as against 43,446,492 and 5,031,122, respectively, for December, 
1943. For the 12 months ended with December, 1944, revenue 
passengers carried totaled 529,636,978 in coaches and 65,773,169 
in parlor and sleeping cars as compared with 513,786,292 and 
58,708,103, respectively, for the like period of 1943. 











RAILWAY EXPRESS OPERATIONS 


L. O. Head, president, Railway Express Agency, told the 
annual meeting of the agency’s stockholders in New York that, 
in 1944, the agency handled 200,289,443 shipments, or 21,081,083 
more than in 1943, and that gross revenue for 1944 was up 
14.74 per cent. Nearly three-quarters of this traffic, he said, 
was definitely allied to the war effort. He observed that more 
than 22,000 of the agency’s experienced employes were in the 
armed services, and that the remaining 77,000, some of them 
inexperienced, had been able to “keep everything moving” in 
spite of equipment shortages and impeded railroad service 
caused by the severe winter. 


NORTH WESTERN CAR PURCHASE 


Zhe Chicago & North Western, in Finance No. 14895, has 
asked the Commission for authority to assume, as party to 
the C. & N. W. Railway Co. equipment trust agreement of 
1945, and as lessee provided for thereunder, obligation and 
liability in respect of $6,180,000 of certificates to be issued and 
sold under the aforementioned equipment trust, to be dated 
June 1, payable serially in equal annual installments. The 
North Western said it desired to purchase 1,000 70-ton hopper 
cars, 750 70-ton gondola cars, 250 70-ton selective hopper cars, 
and 20 streamlined passenger coaches. It said the estimated 
total cost was $8,270,000 and that it proposed to pay in cash 
at the time of delivery as advance rental under the equipment 
trust at least 25 per cent of the cost of the equipment. 


N. Y. C. BOX CAR PURCHASE 


The New York Central, in Finance No. 14880, has asked 
the Commission for authority to assume obligation and liability 
in respect of $7,500,000 aggregate par value, of New York Cen- 
tral Railroad Equipment Trust of 1945, Equipment Trust Cer- 
tificates. The N. Y. C. said the certificates were proposed to be 
issued to provide for approximately 80 per cent of the cost of 
3,000 steel box cars needed for the company’s owned and leased 
lines. Estimated approximate cost of the equipment was $9,504,- 
000, said N. Y. C. It further said that no arrangement had 
been made for sale of the proposed certificates, except that the 
applicant was inviting approximately 193 firms and institutions 
to submit bids. 





RAIL WAGE STATISTICS 


Class I steam railways, exclusive of switching and terminal 
companies, reported a total of 1,393,517 employes as of the 
middle of January, 1945, and total compensation for that month 
of $329,434,937, according to a compilation of wage statistics 
of those roads, statement M-300, prepared by the Commission’s 
Bureau of Transport Economics and Statistics. 

The employment was an increase of 36,255 or 2.67 per cent, 
over the number reported for January, 1944. The total number 
of hours paid for was 4.48 per cent greater and the total com- 
pensation was 7.19 per cent greater in January, 1945, than in 
January, 1944. A comparison of the number of employes who 
received pay in the month with the total hours paid for, showed 
219 hours an employe in January, 1945, and 214 hours in Janu- 
ary, 1944. Employes paid on an hourly basis in January, 1945 
received pay for 38,053,230 hours of overtime, which was 14.09 
per cent of the straight time paid for. The corresponding per- 
centage for January, 1944, was 12.91. 

Compensation for “time paid for but not worked” for Janu- 
ary, 1945, was reported as follows: Executives, officials, and 
staff assistants, $40,611; professional, clerical, and general, 
$1,736,853; maintenance of way and structures, $334,068; main- 
tenance of equipment and stores, $1,599,627; transportation 
(other than train, engine, and yard), $481,681; and transporta- 
tion (yardmasters, switch tenders, and hostlers), $139,849. 

In the train and engine service, compensation for January, 
1945, was reported as follows: Straight time actually worked, 
$62,832,755; straight time paid for, $75,005,043; overtime paid 
for, $12,957,125; constructive allowances, $4,680,941; total, 
$92,643,109. Miles actually run totaled 564,606,170, and miles 
paid for but not run totaled 65,859,512. 


RAIL WOMEN EMPLOYMENT 
Class I steam railways, exclusive of switching and terminal 
companies, reported a total of 114,199 female employes as of the 
middle of January, representing 8.20 per cent of the total em- 
ployes of all reporting divisions—1,393,517. These figures were 
set forth in the ninth issue of a statistical series published at 
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three-month intervals by the Commission’s Bureau of Triins- 
port Economics and Statistics, statement 459. Female employ- 
ment represented 9.99 per cent of the 1,142,736 employes in the 
reporting divisions in which females were included. The state- 
ment showed female employment was distributed as follows: 

Executives, officials, and staff assistants, 0.12 per cent of 
the total, 14,722, or 17; professional, clerical, and general, 34.45 
per cent of the total, 228,342, or 78,665; maintenance of way 
and structures, 0.61 per cent of the toal, 259,553, or 1,589; main- 
tenance of equipment and stores, 5.40 per cent of the total, 383,- 
546, or 20,716; transportation (other than train, engine and 
yard), 8.03 per cent of the total, 160,657, or 12,902; transporvta- 
tion (yardmasters, switchtenders, and hostlers), 0.83 per cent 
of the total, 4,791, or 40; and transportation (train and engine), 
0.30 per cent of the total, 91,125, or 270. 

Among the classifications, aside from professional, clerical, 
and general, in which women were employed, were bridge and 
building carpenters, 1; bridge and building painters, 6; gang 
foremen (extra gang and work-train laborers), 1; gang or sec- 
tion foremen, 3; extra gang men, 657; section men, 768; gang 
foremen and gang leaders (skilled labor), 4; blacksmiths, 3; 
boilermakers, 7; machinists, 146; and coach cleaners, 6,061. In 
the professional, clerical and general classification, the state- 
ment showed six female employes as lieutenants and sergeants 
of police; 45 as patrolmen and watchmen; and 120 as motor 
vehicle and motor-car operators. 


DRAFT DEFERMENTS AND TRANSPORT 


Additional certifications for armed service deferments that 
will make it possible for the Office of Defense Transportation 
to certify 10,000 highway transportation employes over and 
above the 30 per cent limitation established originally have been 
authorized by the Interagency Committee, established by the 
Office of War Mobilization and Reconversion, according to an 
announcement made by Paul V. McNutt, chairman of the War 
Manpower Commission and the Interagency Committee. The 
authorizations have been distributed equally among the War 
Department, the Navy Department, the War Production Board, 
and the Office of Defense Transportation for the various 
branches of industry under the general direction of those 
agencies. Continuing the McNutt announcement said: 


These additional certifications supplement those previously author- 
ized for those agencies. The committee also arranged for O. D. T. to 
utilize for other branches of transportation some of the previously 
authorized certifications to railroads, airlines and inland waterways, if 
use of such certifications will better meet the needs of the transporta- 
tion industry as a whole. 

It was explained that the committee’s action will make it possible 
for O. D. T. to certify 10,000 highway transportation employes over 
and above the 30 per cent limitation established in the original plan. 
The committee authorized 5,000 additional certifications and O. D. T. 
arranged to transfer to highway transport 5,000 certifications previously 
assigned to other transportation industries. 

The Interagency Committee is composed of representatives of the 
Selective Service System, the War and Navy Departments, the War 
Production Board and the War Manpower Commission. The objective 
of the committee is to determine the number of men holding key indus- 
trial jobs in the war effort whose induction into the armed services 
would have a serious adverse effect upon the production of war goods. 





TAXES AND DEFERRED MAINTENANCE 


A. F. Whitney, president of the Brotherhood of Railroad 
Trainmen, and Alvanley Johnston, grand chief engineer of the 
Brotherhood of Locomotive Engineers, have agreed that they 
will support carrier demands for enactment of S. 21, a bill 
introduced by Senator McCarran, of Nevada, to amend the 
Internal Revenue Code by providing a deferred maintenance 
deduction for carriers (see Traffic World, Jan. 13, p. 112), and 
have announced their support of this legislation in a letter 
addressed by Mr. Whitney to J. J. Pelley, president of the 
Association of American Railroads. 

Under terms of S. 21, any carrier subject to the interstate 
commerce act would, in computation of its net income for 
federal tax purposes, be allowed as a deduction, in addition 
to other deductions allowed, the amount that such carrier, under 
authority of the Commission, places in its maintenance reserve 
account to provide for the cost of maintenance and repairs that 
it is unable to undertake or complete in any taxable year as 
set forth in the bill. 





RAIL EMPLOYE BENEFIT BILL 

The National Industrial Traffic League has filed a statement 
with the House committee on interstate and foreign commerce 
in opposition to certain provisions of H. R. 1362, the bill sup- 
ported by some segments of organized railroad labor for the 
purpose of obtaining increased benefits under the railroad re- 
tirement and railroad unemployment insurance acts. The 
statement was prepared by F. F. Estes, chairman of the 
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League’s legislative committee, pursuant to a direction voted 
by the League’s executive committee. 

The League statement takes exception to the term “defini- 
tion” in section 1 of the bill on the ground that it is so broad 
as to bring within the scope of railroad social security many 
businesses and industries which, while used in connection with 
commerce and transportation, are in no sense, according to the 
statement, transportation agencies and consequently should not 
be removed from the general social security program and 
transferred to the railroad social security program. 

The increased cost of the proposed retirement system to 
the railroads, estimated at $100,000,000 a year, the League 
statement says, would ultimately be passed on—in a large 
measure at least—to the shippers and receivers of freight. It 
is argued that by this procedure the buyers of transportation 
would be paying higher trensportation costs for the movement 
of their goods in order to insure an enlarged social security 
program for a favored class of labor (railroad workers) far 
exceeding and wholly out of line with the benefits received by 
their own employes under the social security system. It said 
the unfairness of such a situation was readily apparent. 


REPRESENTATION OF EMPLOYES 


Power house employes and railway shop laborers of the 
Cincinnati Union Terminal have voted to be represented, for 
purposes of collective bargaining, by District 50 of the United 
Mine Workers of America that has been seeking to represent 
railroad employes. An election, under the railway labor act, 
certified by the National Mediation Board, resulted in a vote of 
117 to 29 in favor of the mine workers’ union and against the 
A. F. of L. International Brotherhood of Firemen, Oilers, 
Helpers, Roundhouse and Railway Shop Laborers. 

The National Mediation Board has announced that the 
Brotherhood of Railroad Trainmen has been selected as the 
collective bargaining agent for all road brakemen employed 
by the New York Central and its leased and operated sub- 
sidiaries while the Order of Railway Conductors has been 
selected as the agent for all road conductors. The trainmen’s 
brotherhood, as the result of the election, will represent road 
brakemen of the Boston & Albany, having had representation 
for road brakemen on the remainder of the N. Y. C. system. 
The Order of Railway Conductors formerly represented the 
road brakemen on the B. & A. In this case the board required 
the balloting to be on a system-wide basis. The vote in the 
brakemen’s case was 4,023 for the Brotherhood of Railroad 
Trainmen and 618 for the Order of Railway Conductors, while 
in the conductors’ case it was 1,277 for the conductors’ brother- 
hood and 1,030 for the trainmen’s brotherhood. 


Rail Labor Disputes 


_A finding that the matters in dispute should have been 
adjusted under the methods provided by the railway labor act 
“without the necessity of creating a national emergency,” has 
been made by the emergency board appointed to investigate 
a dispute between the Denver & Rio Grande Western and cer- 
tain of its employes represented by the Brotherhood of Loco- 
motive Engineers, Brotherhood of Locomotive Firemen and 
Enginemen, Order of Railway Conductors, Switchmen’s Union 
of North America and the Brotherhood of Railroad Trainmen. 
_ In its report to the President the board said the unad- 
justed dispute out of which the appointment of the board arose 
was based on eighteen awards of the First Division of the 
National Railroad Adjustment Board. In the course of the 
hearings, seven of the disputed awards were disposed of by 
agreement between the parties, leaving eleven of the awards 
in dispute at the close of the hearings. The board dealt with 
each of the eleven awards, made recommendations with respect 
thereto, and then said: 


Having discussed in detail the cases cited on the strike ballot, we 
are led to the general conclusion that the railway labor act provides 
adequate and ample methods for adjusting all matters in dispute 
between these parties without the necessity of creating a national 
emergency, which not only threatened to interrupt movements of troops 
and war material, but actually did so for an appreciable period of time. 

Arbitration and mediation are available under the statute; and the 
awards of the National Railroad Adjustment Board, though final and 
binding, are always open to petition for clarification whenever the 
parties, or any of them, consider its terms ambiguous. 

We earnestly recommend that these methods of adjustment, exclu- 
Sively, be invoked, and that additional encouragement to do so be 
given by the national government by providing means for expediting 
the Processes of the Adjustment Board. The First Division, in partic- 
War, is so overloaded with cases that, in spite of the utmost diligence 
on the part of its members and staff, long delays in the actual render- 
ing of awards are inevitable. The need for the services of this board 


is con stantly increasing, and has now become so urgent that the national 
Nteresis require, in our judgment, the adoption of measures that will 
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adequately equip the board for the most prompt disposition of the 
claims referred to it. 


The members of the board were Leif Erickson, chairman; 
Ridgely P. Melvin and Russell Wolfe. 

President Roosevelt has created an emergency board to 
investigate and report on a dispute between the Missouri Pacific 
and employes represented by the Brotherhood of Locomotive 
Firemen and Enginemen. 

An emergency board appointed from the National Railway 
Labor Panel to investigate a dispute between the Sacramento 
Northern and its yardmasters, conductors and brakemen rep- 
resented by the Brotherhood of Railroad Trainmen has sub- 
mitted a report to the President recommending that the wage 
rates of the conductors and brakeman be raised to the standard 
scale but that the demand of the yardmasters be denied. The 
members of the board were James H. Wolfe, justice of the 
Iowa Supreme Court: Gordon S. Watkins, professor of eco- 
nomics, University of California, and A. G. Crane, former 
president of Wyoming State University. 

Chairman H. H. Schwartz, of the National Railway Labor 
Panel, has appointed Messrs. Wolfe, Watkins and Crane as 
members of a panel emergency board to investigate and 
report on a dispute, involving working rules, between the 
Southern Pacific and employes represented by the Brotherhood 
of Locomotive Engineers. 


RAIL LABOR ASKS MEDIATORS 


The Railway Labor Executives’ Association has asked the 
House appropriations committee to increase the appropriation 
for the National Mediation Board, the agency that administers 
the railway labor act, so that the board may employ fifteen 
additional mediators. The association says that the present 
staff of mediators cannot handle the mediation cases now pend- 
ing before the board and the effect has been widespread dis- 
satisfaction among railroad workers “and a growing disposition 
to resort to the strike ballot.” The association also charged 
that ‘some railroads” were taking advantage of the situation 
“to stall off and weaken unions” and that the breakdown of 
the adjustment machinery was being exploited by some rival 
labor organizations with attempted ‘raids’ on established 
unions. ‘ 

“It does no good to shake the finger or the fist in the face 
of railroad workers and tell them that ‘there is a war on,’”’ 
said the association. “They are aware of it. They have rendered 
service second to no other workers in war-connected industries. 

“The average hours of work per day, per week and per 
month, are surpassed by no other contributors to the success 
of our war effort. These men have legitimate complaints and 
grievances. They have the legal right to settlement of these 
matters and the legal machinery by which settlements can be 
accomplished. But that machinery is becoming impotent from 
sheer neglect or mismanagement.” 


CONTROL OF EXPORTS AND IMPORTS 

The Foreign Economic Administration has announced that 
importers of straw braids and straw hat bodies who are in 
touch with their suppliers in Italy may now import these items 
from Italy through the U. S. Commercial Co. 

Italian manufacturers of straw braids and straw hat bodies 
have informed the Allied Commission that they are ready to 
resume exportation of these goods. A price policy for such 
merchandise is being worked out by the Office of Price Admin- 
istration. 

Importers may now get in touch with their Italian suppliers 
directly, but negotiations, purchase and shipment of the goods 
must be made through the Allied Commission, which at the 
present time handles all commercial transactions involving 
Italian exports to the United States. 

Importers interested in obtaining Italian straw braids and 
straw hat bodies should apply to the U. S. Commercial Com- 
pany, Washington 25, D. C., which acts as agent for the Allied 
Commission. 

The F. E. A. has issued its current export bulletin No. 236, 
export program for cotton piece goods, and No. 237, covering 
revocation of certain licenses for malt, exportation of paraffin 
wax to Mexico restricted, export procedure for standard news- 
print and other papers, and time for filing applications to export 
petroleum and petroleum products to any of the selected desti- 
nations. 

Application for the importation of handmade twine~ from 
Haiti for civilian use may be made to the War Production Board 
under General Imports Order M-63 (Imports of Strategic Ma- 
terials). 

Because of the limited quantity available, W. P. B. said, 
each applicant would not be permitted to import more than 
one carload, or about 40,000 pounds, of handmade Haitian twine 
at this time. 

Interested applicants should file application promptly on 
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Form WPB-1041 with the War Production Board, Washington 
25, D. C. Ref: M-63. 


Postwar Merchant Marine 


If an adequate American merchant marine as envisaged in 
the merchant marine act, 1936, was to be established in post-war 
commercial operation, operating subsidies would be necessary, 
and if an adequate shipbuilding industry was to be maintained 
‘as required for national defense,” construction differential sub- 
sidies would be necessary, it was stated in a memorandum pre- 
pared by Vice Admiral Land, Maritime Commission chairman 
and war shipping administrator, and his staff, in answer to 
questions submitted to him by the staff of the House special 
committee on post-war economic policy and planning, known 
as the Colmer committee. 

The memorandum was made public with the issuance of 
printed hearings of the Colmer committee’s subcommittee on 
foreign trade and shipping, in which the memorandum appeared 
as an exhibit. Representative Worley, of Texas, is chairman of 
that subcommittee. - 

Asked by the committee staff whether the need for subsidy 
was an admission of inefficiency on the part of the U. S. mer- 
chant marine, Admiral Land and his assistants, in their answer, 
posed other questions: 

“Apart from war needs, if our merchant marine is a less 
efficient carrier (from a total money cost standpoint) then ships 
of other nations, would it not be better to produce more auto- 
mobiles or other exportable merchandise and permit foreigners 
to secure some of the dollars needed to pay for them as a result 
of income from their shipping service? Apparently, an American 
worker can produce more dollars’ worth of product in an auto- 
mobile factory than on shipboard. Is it not in the national in- 
terest (military consideration aside) that he produce the auto- 
mobile?” 

Reason for Subsidies 


The Land memorandum set forth the further views that 
the basic reason for which ship subsidies were required if an 
adequate merchant marine was to be maintained by this coun- 
try was the higher level of American wage rates and living stand- 
ards as compared with foreign maritime nations. It added 
that, in part, these higher standards were specifically expressed 
and established by legislation relating to manning and working 
standards on merchant ships, and that the construction and 
operating differential subsidies provided by the merchant marine 
act of 1936 were designed and formulated to offset these com- 
petitive cost differentials. It attributed to “special commercial 
relationships” the ability of some American ship operators to 
maintain vessels in operation under the American flag in com- 
petitive foreign trades without operating subsidies. 

In a discussion of wages of American maritime workers 
as compared with those of other nations in pre-war years, the 
Land memorandum stated, by way of illustration, that an able 
seaman on a U. S. vessel, in 1938, received $72 or $73 a month, 
while able seamen of other maritime countries received monthly 
wages as follows: 


British, $48; Danish, $42; French, $35; German, $50; Italian, $27; 
Japanese, $14; Netherlands, $50; Norwegian, $42, and Swedish, $44. 


Maritime Employment 


The Land memorandum showed that, as of June, 1944, the 
total civilian employment in the U. S. merchant marine was 
172,900, comprising 125,300 in the U. S. flag merchant marine, 
13,500 in the army transport service, 6,400 in Pan-Honduran 
service, and 27,700 in the shore reserve, as against a total civil- 
ian employment of 64,600 in 1938, comprising 50,900 in the U. S. 
flag merchant marine, 900 in army transport service, and 12,800 
in the shore reserve, no information being available for that 
year as to the number in the Pan-Honduran service. 

In reply to a committee-staff question as to how large a 
merchant marine this country should retain in active service 
after the war, the Land memorandum set forth an estimate that 
15 to 20 million deadweight tons, including inland and Great 
Lakes tonnage, and between 12 and 15 deadweight tons, exclud- 
ing the inland and Great Lakes tonnage, would be needed, the 
exact figures depending on “the volume of our water-borne 
commerce as a whole.” It added that total sea-going merchant 
ship tonnage under American ownership at the end of the war 
would probably be ‘somewhere between 50 and 60 million 
deadweight tons;” that a part of the gross surplus of 35 or 40 
million deadweight tons would be laid up as a reserve fleet for 
emergencies, and that the surplus would include possibly as much 
as 7,000,000 deadweight tons of obsolete ships that would be 
ready for scrapping “as soon as the present intense demand for 
tonnage declines.” 

Admiral Land stated that between October, 1926, and the 
effective date of the merchant marine act of 1936, the number 
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of U. S. Shipping Board vessels that had been sold with obli- 
gation to scrap them was 703, totaling 3,728,576 deadweight 
tons, and that they were sold for a total of $5,366,240. 

Response to a question as to whether there would be a 
shortage of some types of vessels after the war, Admiral Land 
and his staff said that it seemed likely, from present indications, 
that there would be an over-all adequacy of large, slow freizht- 
ers; of tankers, and “even possibly of faster freighters,” but 
that there would be some immediate post-war shortage of small] 
coastal vessels of 1,000 to 3,500 deadweight tons, refrigerated 
ships of all sizes, special type ships, and passenger vessels with 
substantial passenger capacity. 

The memorandum contained discussion of plans of 19 other 
— for acquiring or building a merchant marine after 
the war. 


Harris on Post-War Fleet 


Basil Harris, president of the United States Lines, told the 
third annual luncheon meeting of the United Seamen’s Service, 
held at pier 73, East River, New York, April 9, that the United 
States should not scrap its merchant fleet out of consideration 
for the “plight of other maritime countries.” He described as 
“ridiculous” the statement published by ‘a supposedly high 
source” that it would cost the government between $200,000,000 
and $300,000,000 to maintain a modest post-war fleet, saying 
that in the six years from 1937 to 1942 the total net cost to 
the government of a “reasonable” merchant marine had been 
less than $22,000,000. 

He said the country now had the greatest merchant fleet in 
the world and that the government was counting on foreign 
trade after the war to help maintain it. To accomplish this, 
he said, there would be ‘‘no need for subsidies.” 

Vice Admiral Emory S. Land, chairman of the board of the 
United Seamen’s Service, announced re-election by the U. S. S. 
board of directors of all officers, except the secretary, resigned 
because of illness, as follows: President, William S. Newell, 
president, Bath Iron Works; treasurer, John E. Bierwirth, pres- 
ident, New York Trust Co.; assistant treasurer, John B. Stal- 
ford of the New York Trust Co.; secretary, Miss Clara. A. 
Kaiser; vice-presidents, Joseph Curran, president, National 
Maritime Union; Joseph T. Lykes, president, Lykes Bros. 
Steamship Co.; and Marshall Field III. 


WATER REVENUE AND TRAFFIC 


For the third quarter of 1944, Class A and Class B carriers 
by water reported a total of $20,936,688 in freight revenue, or 
a 20.1 per cent increase over such revenue for the comparable 
1943 period, according to a compilation of revenue and traffic 
of carriers by water, prepared by the Commission’s Bureau of 
Transport Economics and Statistics, statement Q-650. 

The same carriers transported 32,144,799 tons of revenue 
freight in the third quarter of 1944, as compared with 29,194,223 
tons in the like period of 1943, according to the statement. 

Passenger revenue of the carriers amounted to $7,002,136 
in the third quarter of 1944, as against $6,524,347 in the like 
1943 period, an increase of 7.3 per cent, according to the report. 
In the 1944 third quarter, the report continued, these carriers 
transported 5,533,380 revenue passengers, as compared with 
5,248,153 in the comparable 1943 period. 


PHILIPPINES TRAFFIC 


“Signalizing revival of commerce between the United States 
and the Philippine Islands, made possible by their reconquest, 
the War Shipping Administration has ordered a surcharge of 
35 per cent on berth freight rates,” W.S. A. announced April 11. 

“In trade between Atlantic, Gulf of Mexico and Pacific 
coast ports and the Philippines, the surcharge is now in effect 
on the September 1, 1940, rates as shown in the schedules of 
the Far East Conference, Pacific Westbound Conference and 
the Associated Steamship Lines of Manila, or on such other 
rates as may hereafter be authorized.” 


TRADE WITH LUXEMBOURG 


The restrictions imposed by General Ruling No. 11 on 
commercial and business communication with Luxembourg were 
lifted April 9 by the Treasury Department. This action coin- 
cided with the restoration of postal service with Luxembourg; 
however, telecommunications were not yet available, said the 
department, adding: 


Treasury licenses no longer are required for concerns in the United 
States and Luxembourg to exchange financial and commercial iniorma- 
tion and to establish business contacts. Banks, brokerage houses, and 
other financial institutions may advise their customers of the status of 
their accounts, and bank statements, financial records, and commercial 
reports may freely be solicited or furnished. Proxies may be soi cited 
and signature cards obtained. 

Communications to Luxembourg which constitute or contain author- 
izations or instructions to effect financial and property transactions 
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will continue to require Treasury license. Treasury officials called at- 
tention to General License No. 89, which authorizes the transmission of 
powers of attorney relating to estate proceedings and the maintenance, 
preservation, and management of real estate and tangible personal 
property. 










Kerr-American Export Agreement 


The Maritime Commission has heard oral argument on 
exceptions to the proposed report of Ralph H. Hallett, director 
of the commission’s division of regulation, in No. 635, In the 
Matter of United States Gulf-Atlantic and India, Ceylon and 
Burma Conference (agreement No. 7620), in which Director 
Hallett reeommenGed approval by the commission of this agree- 
ment between the American Export Lines, Inc., and Kerr 
Steamship Co., affecting ship services between the areas indi- 
cated in the conference title (see Traffic World, Feb. 17, p. 
430). 

Cletus Keating, counsel for Ellerman & Bucknall Steam- 
ship Co., Ltd., a protestant in the proceeding, contended, in the 
course of the argument, that the Kerr Steamship Co. had vio- 
lated section 15 of the shipping act, 1916, by failure to file with 
the Maritime Commission for its approval agreements with the 
Silver Line and Leif Heogh & Co., and that the Kerr company 
therefore was subject to a fine of $1,000 a day for each day it 
had operated in violation of section 15, if the Kerr company 
was in fact a common carrier. He took the position, however, 
that Kerr was a “limited agent” and not a common carrier as 
defined in section 1 of the shipping act, 1916. Agreement with 
that view was expressed by Thomas F. Lynch, counsel for 
Isthmian Steamship Co., another protestant in the case. 

John B. Jaco, of the Maritime Commission’s legal staff, and 
Elkan Turk, counsel for Kerr and for American Export Lines, 
urged adoption by the commission of the recommendations 
made by Director Hallett in his proposed report. Mr. Turk 
maintained that, although the Kerr company did not physically 
transport cargo or passengers, it was the principal in contact- 
ing the public to solicit business for movement over the Silver 
Line and Heogh and was liable to shippers if it did not furnish 
such transportation, and that the Kerr company fixed rates, 
charges and practices. Therefore, he averred, Kerr was a com- 
mon carrier. 

Mr. Jaco said that section 1 of the shipping act did not 
contemplate that a common carrier had to physically transport 
property or passengers. 











































W. S. A. RATE ACTION 


The War Shipping Administration has issued rate advice 
No. 117, authorizing the following freight rate on nitrate of 
soda in bags, in vessels operated for account of W. S. A.: 
From one port in Chile to Antwerp, Belgium, $16.50 (U. S. cur- 
rency) per ton of 2,240 pounds, plus surcharge of 32 per cent, 
effective on loadings completed on and after April 2. 











OCEAN CONFERENCE AGREEMENT 


Approval of the Maritime Commission of agreement No. 
7700, has been asked by Isthmian Steamship Co., Frank C. 
Strick & Co., Ltd., and Ellerman & Bucknall Steamship Co. 
The agreement covers commerce from U. S. Atlantic and Gulf 
ports to ports in the Persian gulf, in the range west of Karachi 
and northeast of Aden, but excluding both Aden and Karachi. 












St. Lawrence Waterway 


The Commerce and Industry Association of New York, Inc., 
released a statement April 14 voicing opposition to the St. 
Lawrence seaway. Prepared by G. E. Mace, manager of the 
transportation bureau of the Association, observes that the 
project has been before the public for more years than the 
business life of the ordinary man and that the Association had 
taken action eighteen times in the past twenty-five years. 

The fact that the European war was drawing to a success- 
ful conclusion without the huge expenditure for electrical 
energy to be generated by the project was ample proof of the 
Wisdom of the opposition of the Association in 1941 to the 
power phase of the project, the statement says. 

Addressing itself to the transportation benefits claimed by 
the proponents of the project, the Association denied that the 
West needed this outlet for its export, that lack of the St. 
Lawrence water route retarded development of the west, and 
that :ail transportation costs to the seaboard were too high. It 
Pointed to lack of support on the part of American steamship 
Companies, and to the more rapid rate of population increase 
of Gieat Lakes cities, naming Chicago, Detroit and Duluth, 
from 1900 to 1930, than was true for the country as a whole. 

Eecause of the nature of the route, the Association said 
that the ratio of ocean transportation to rail transportation for 
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rail making purposes, usually assumed as three to one, would 
shrink to about one and one-half or two to one, because of the 
abnormal and extra costs to be incurred via the St. Lawrence, 
as contrasted with navigation in open waters. Transit time, it 
said, would be four or five times that of the rail route between 
the west and the seaboard. 

“All these things combined make it questionable whether 
the buyer of transportation would get as much for his trans- 
portation dollar via the St. Lawrence Seaway, after the pro- 
posed huge expenditure in providing the facilities, as he gets 
today by using rail or combination lake and rail routes,” said 
the statement. “It is also questionable whether rates can be 
made sufficiently attractive to divert enough tonnage to the all 
water route to make navigation thereon profitable. The pro- 
ponents have not offered convincing evidence on these points.” 

Observing that the St. Lawrence River was open for navi- 
gation about seven months of the year, and that proponents of 
the seaway predicated the entire navigation feature ‘on the 
bland assumption that the railroads will continue to maintain 
their service and facilities and that Chicago, Duluth, Buffalo 
and New York can continue geared for rail and water move- 
ment notwithstanding the competition that would be af- 
forded . . .” the Association said the proponents ignored the 
question of the ability of the railroads and the various trans- 
shipping points to take up the slack during the season of closed 
navigation. 


FIRST OF NEW COLLIERS IN SERVICE 

The State Port Authority of Virginia announces that the 
first of twenty-four colliers under construction by the Maritime 
Commission in the Gulf coast area, for New England coal trade, 
has been completed and moved out of one of the Gulf ports 
loaded with sulphur for Baltimore, discharged its cargo, and 
moved to Hampton Roads for loading coal for northern ports. 
The Port Authority says the first collier is operated by the 
Mystic Steamship Division of Eastern Gas & Fuel Associates 
and that many of the remaining twenty-three ships of this 
type will also go to collier operators and eventually be available 
for purchase by those in the coastwise transportation of coal. 

It says that, if enough of the new ships being built are 
put into coal service, the industrial fuel situation in the eastern 
area next winter should be much easier regardless of the war. 


Motor Rate Increases 


Bulletins relative to a general increase in motor rates in 
southern territory have been sent to carriers and shippers by 
W. M. Miller, chairman of the standing rate committee of the 
Southern Motor Carriers Rate Conference, Atlanta, Ga. 

It is proposed to provide for a general increase of 3 cents, 
LTL or AQ, and 1 cent, volume, applicable on intraterritorial 
traffic. On interterritorial traffic, the arbitraries are to be 5 
cents, LTL or AQ, and 2 cents, volume traffic. 

At a conference with representatives of shippers, Chairman 
Miller said, the shippers’ group indicated that the shippers 
would not oppose “these increases or any reasonable increases 
if they could be convinced that the motor carriers needed this 
additional revenue.” 

Originally, there was coupled with the proposal set forth 
above a proposal providing for addition of arbitraries of 10 
cents for rates of 35 cents or less and such arbitraries added 
to rates more than 35 cents so as to make a total rate of 45 
cents. The revenue committee of the conference voted to sepa- 
rate the foregoing from the proposal for a general increase 
of 3 cents, etc. 

Shippers have requested that they be furnished with a 
statement showing operating expenses, revenues and operating 
ratio of carriers and other information and request has been 
made of carriers for such information for submittal to the 
shippers. 

As to the arbitrary of 10 cents, etc., Mr. Miller said a 
bulletin had been sent to members “in order to determine 
whether or not there are any carriers who do not desire same,” 
but that it was believed “we will not be able to proceed with 
publication until after the meeting with the shippers,” sched- 
uled for April 19 at Atlanta. 


Burlington Shippers Protest 


The Burlington Shippers Association, Inc., says the ship- 
ping public should not be “hoodwinked” by the cry “Wolf” 
and “no service” that it says is raised by truck lines seeking 
increased rates, and observes that there are owner-operators in 
Burlington and adjacent cities not in sympathy with “these 
voluminous increases in motor truck transportation rates and 
charges.” 

The statements are in a letter addressed to “members and 
others interested,” accompanied by a compilation of proposed 








996 


increased truck rates for less-truckload and truckload freight 
docketed by the Central States Motor Freight Bureau and the 
Middlewest Motor Freight Bureau. The letter says transporta- 
tion rates and charges should be “rolled back” to 1942 along 
with industrial prices, and that those in the trucking industry 
who cannot stand on their own “must and will pass out, which 
will result in more efficient, economical and sound transporta- 
tion conditions.” 

The association recommends, for those truck lines necessary 
to the prospecution of the war and in need of additional rev- 
enue, an “emergency surcharge” to be placed in a pool for 
the “weak” lines. The association said it was opposed to such 
a plan, but felt that the interstate commerce act provided for 
it under the jurisdiction of the Commission. 

It suggested that shippers and receivers of freight had a 
power that could not be taken away by the federal manager 
(of the midwest truck lines being operated by the Office of 
Defense Transportation) or the trucking industry—to divert 
their traffic back to rail carriers. Referring to the lines being 
operated by the O. D. T., the letter says: 


The common carrier trucking industry with the federal manager 
as a potent kibitzer is constantly and consistently agitating for rate 
increases. In support of the increases, these arguments are advanced. 
First: increased maintenance, labor and terminal costs brought on by 
wartime exigencies make it impossible to maintain a healthy operating 
ratio. Second: motor truck transportation is absolutely necessary to 


the successful prosecution of the war (and) to the maintenance of the 
essential civilian economy. 


Assuming these things to be true, it says, assistance should 
be provided from public funds and not by “spot rate increases 
and general horizontal rate increases which penalize certain 
segments of our national economy.” 


Chicago Joint Meeting 


At a second meeting of members of a shipper committee 
and of a committee representing the Central States Motor 
Freight Bureau, Inc., April 9, the shipper committee, while 
continuing to express a willingness to go along with the car- 
riers in their proposal to increase rates three cents a hundred 
pounds on less-truckload traffic, and one cent a hundred pounds 
on truckload traffic (see Traffic World, March 24, p. 733, and 
March 31, p. 880), asked that the carriers furnish further in- 
formation. 

At the request of the shipper committee, the bureau had 
sent questionnaires to member carriers asking for data on ship- 
ments transported in two designated weeks and for certain 
financial information. At the bureau headquarters it was said 
that 66 carriers had replied to the questionnaire. The shipper 
committee asked at the April 9 meeting that it be furnished 
with a-‘summary of the gross revenues, operating expenses, and 
resulting operating ratio of all Class I carriers in central terri- 
tory for 1944; for a quarterly summary of those figures; and 
a summary of the quarterly for the year 1944 for each of the 
66 carriers replying to the questionnaire. 

The meeting of the bureau’s central committee, originally 
scheduled for April 10, at which the results of the conference 
of the shipper committee and the carrier committee were to 
have been considered, has been postponed until April 24, The 
hope was expressed that the new carrier data could be pre- 
sented on that date to the shippers and that the way could be 
cleared for final action by the central committee. 


Chicago Shippers’ Meeting 


The Industrial Traffic Council of the Chicago Association 
of Commerce, at the request of W. H. Ott, of Kraft Cheese Co., 
chairman of a shipper committee that has been meeting with 
a motor carrier committee representing members of the Cen- 
tral States Motor Freight Bureau, is issuing a call for a meet- 
ing of all shippers in central freight association territory for 
April 23. This meeting, called for the day previous to that on 
which the Bureau’s central committee will meet, will consider 
the additional traffic and financial data the shipper committee 


has asked the carriers to furnish in connection with their rate- 
increase proposals. 


New York Meeting 


On the afternoon of April 18 there will be a joint meeting 
of a shipper committee of the Transportation Council of Asso- 
ciated Industries of New York State, headed by John F. Coyle, 
Eastman Kodak Co., and a motor carrier committee headed 
by W. G. Clayton, Jr., general manager, New York Motor Car- 
rier Conference, Inc., for the discussion of further facts and 
information on operating costs and revenues for New York 
state motor carrier operators. Additional information was re- 
quested by the shippers at a meeting early in March. 

The joint meeting, to be held at Hotel Syracuse, Syracuse, 
N. Y., will be preceded by a morning meeting of the Council. 
At that meeting, the proposed motor carrier increases will be 
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the main topic of discussion. Reports will also be submitted on 
the status of Middle Atlantic States and New England emer. 
gency increase proposals now before the Commission. 

Other subjects docketed for the morning session wili be 
the effect of the Commission’s order in I. and S. M-2160, Mini- 
mum Class Rate Restrictions—Central and Eastern States; g 
request proposed to be made to the Public Service Commission 
of New York state to investigate curtailment and discontinu- 
ance of motor common carrier service in the state; a report 
on a Chicago hearing on proposed changes in Consolidated 
Freight Classification rules No. 3 and 6; the joint forwarder- 
motor carrier rates that will expire May 16, and H.R. 2764, 
introduced by Representative Lea to extend utilization by for- 
warders of the services of motor common carriers until the Com- 
mission prescribes rates and conditions; the proposed report in 
No. 28989, Western Classification Rule 10—Mixed Carloads. 

The New York Motor Carrier Conference, Inc., has ad- 
dressed a letter to all users of intrastate common carrier truck 
transportation inviting them to be present. It says the meeting 
of April 18 is not intended to be a closed meeting, but that any 
individual or group representative will be welcome. The con- 
ference expresses a preference that those interested attend so 
that they may have first-hand information. 


MIDWEST TRUCK CLASS RATE STOP 


A tariff publication of the Mid-Western Motor Freight 
Tariff Bureau, Inc., filed to become effective April 20, pro- 
posing establishment of a class rate stop of column 45 on west- 
bound traffic and cancellation of a number of commodity rates, 
is the subject of a request for suspension filed with the Com- 
mission by the Price Administrator, on his own behalf and on 
behalf of the Economic Stabilization Director. 

The protest is directed against item 185 and certain desig- 
nated items bearing increase symbols in supplement No. 62 to 
joint tariff MF-I. C. C. No. 103 of the Mid-Western Motor 
Freight Tariff Bureau, Inc. The Price Administrator said that, 
by item 185, the bureau was proposing a minimum of column 45 
on westbound traffic moving under the class rates provided 
in the tariff, and that, on pages 37, 38 and 39 of the supplement, 
many commodity rates applicable on miscellaneous commodities 
between St. Louis, Mo., on the one hand, and points in Colorado, 
on the other, were being cancelled, permitting higher class 
rates to apply. He said that no explanation or statements had 
been made by the bureau in connection with those items, and 
that the notice filed by it with the Price Administrator violated 
procedural regulation No. 11 of the Office of Price Administra- 
tion by failing to supply particular examples of each specific 
changed proposed. He contended that the proposed class rate 
stop and cancellation of commodity rates would result in un- 
reasonable, unlawful, prejudicial and preferential rates. 


Oo. P. A. PROTESTS MOTOR INCREASES 


The Office of Price Administration, acting also for the 
Office of Economic Stabilization, has protested to the Commis- 
sion against the proposed New England motor carrier increases 
of 2-1/2 cents a 100 pounds in less-than-truckload rates and 1 
cent a 100 pounds in truckload rates. 

“Motor carriers over the entire country may be expected 
to ask similar increases if those proposed for New England are 
permitted,” said O. P. A. “The higher rates would increase the 
cost of the war because the federal government today is the 
country’s largest shipper of freight.” ; 

The New England motor carriers had obtained wartime 
increases of more than 10 per cent above rail rates, said O. P. A. 
adding that further increases were unnecessary and contrary 
to the price stabilization program. In a statement about its 
protest the O. P. A. said: 


The price agency in its protest cites the results of its auditing of 
the books of eleven New England carriers as indicating unwarranted 
expenses and salaries being reported to the I. C. C. and used in justi- 
fication of the proposed rate increases. . 

These carriers have improperly added $302,530 to expenses that 
should have been added to the reported net operating revenues of 
$214,418. Salaries paid to stockholding officers amounted to $4 12,088, 
in 1944. 

Adjustment of the operating ratio of expenses to revenues, as Te 
ported to the I. C. C., by the amount of unwarranted expenses results 
in operating ratios of 93.2 for a group of ‘134 carriers and 93.46 for a 
group of 53 carriers. These ratios are at a level considered by the 
I. C. C. as indicating reasonable earnings. 


D. P. C. MOTOR COMMITMENTS 


The Reconstruction Finance Corporation has announced 
that Defense Plant Corporation, a subsidiary of the R. F. C,, has 
authorized the following commitments in connection wit! the 
war effort: 


Execution of a contract, at the request of the Office of Defense 
Transportation, with American Transportation Co., Inc., Chicage, Ill., 
providing truck transportation equipment for operation in the tates 
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of Illinois and Indiana, at a cost of approximately $35,000.00. American 
transportation Co., Inc., will operate these facilities, title remaining 
in Defense Plant Corporation. 






Execution of a contract, at the request of the Office of Defense 
Transportation, with Preston Trucking Co., Inc., Preston, Md., providing 
truck transportation equipment for operation in the middle Atlantic 
states, at a cost of approximately $60,000.00. Preston Trucking Co., 
Inc., will operate these facilities, title remaining in Defense Plant 
Corporation. 

Execution of a contract, at the request of the Office of Defense 
Transportation, with Standard Freight Lines, Inc., Chicago, Ill., pro- 
viding truck transportation equipment for operation in Illinois and 
adjacent states, at a cost of approximately $100,000.00. Standard Freight 
Lines, Inc., will operate these facilities, title remaining in Defense 
Plant Corporation. 
















Execution of a contract, at the request of the Office of 
Defense Transportation, with Boyd Truck Lines, Inc., Kansas 
City, Mo., providing truck transportation equipment for opera- 
tion in states of Missouri and Kansas, at a cost of approxi- 
mately $40,000. Boyd Truck Lines, Inc., will operate these 
facilities, tithe remaining in Defense Plant Corporation. 













MOTOR CLAIM PREVENTION 


The American Trucking Associations, Inc., announces the 
formation of a new joint claim prevention committee of the 
trucking industry, with its first meeting scheduled for May 1 
in the Sherman Hotel, Chicago, preceding claims meetings on 
March 2 and 3. Charles G. Morgan, Jr., manager, department of 
operations, and C. F. Jackson, manager, traffic department, 
A. T. A., announced the following appointments to the commit- 
tee from their respective sections: 

Claims: Walter A. Miles, Motor Carriers’ Southern Claim 
Conference, Atlanta; Miss J. C. Speed, Silver Fleet Motor Ex- 
press Co., Louisville; D. G. Griffin, Southwestern Motor Car- 
riers’ Claim Association, Dallas; Al Schaar, Buckingham Trans- 
portation Co., Rapid City, N. D.; H. C. Brown, Consolidated 
Freightways, Portland, Ore.; Al Barr, Motor Cargo, Inc., Akron, 
Ohio. = 

Operations: Howard Beloin, Associated Transport, Inc., 
New York; S. R. Posey, Shirk’s Motor Express, Lancaster, Pa.; 
W. B. Kirtley, Transport Corporation of Virginia, Durham, 
N. C.; J. A. Ebeling, Olson Transportation Co., Chicago; Paul 
Parson, Viking Freight Co., St. Louis; Stanley Blunt, South- 
western Transportation Co., Denver; and E. J. Alger, George 
F. Alger Co., Detroit. 


























TRUCK PRODUCTION PLANS 


A recommended motor transport equipment program call- 
ing for the construction of 1,063,000 trucks in 1946 for civilian 
use has been announced by the highway transport department 
of the Office of Defense Transportation. For 1945 the O. D. T’s 
stated requirement was 773,935 vehicles for essential civilian 
requirements, but it announced late in December, 1944, that 
less than one-fourth of that number of trucks would be pro- 
duced and distributed to commercial operators in 1945 (see 
Traffic World, Dec. 30, 1944, p. 1693). 

The estimate for 1946 means that approximately 290,000 
more trucks are estimated as being needed in 1946 than were 
estimated as being needed in 1945, it was said at the O. D. T. 
offices in answer to a question. It was explained that because 
of the “backlog” of truck shortages from 1945, allowance had 
to be made in the estimates for a greater number in 1946 in an 
effort to balance the shortage. 

The 1946 program, according to O. D. T., has been pre- 
sented to the War Production Board for consideration and ac- 
tion by the requirements committee’ of the automotive division. 
0. D. T. further said: 


In addition to trucks, the 1946 program calls for 50,000 truck-trailers, 
250,000 truck and trailer bodies and 6,000 attachment third axles. ‘lhe 
truck program includes 552,000 light, 444,000 medium, 55,000 light-heavy 
and 12,000 heavy-heavy trucks. The truck-trailer program includes 41,000 
general freight and 9,000 special type truck-trailers. 




























TRUCK PRODUCTION ON SCHEDULE 


_ Production of trucks and commercial cars, based on alloca- 
tions recently established by the War Production Board, is up 
to schedule, according to a statement released by the Ford 
Motor Co. Two wheelbase sizes are being produced, it says—a 
134-inch and a 158-inch wheelbase chassis with cab. The 

. P. B., the company says, has also authorized Ford to produce 
a limited number of 194-inch wheelbase chassis intended for 
School bus use, and to resume limited manufacture of the 
158-inch wheelbase school bus chassis. 
















MOTOR TRANSPORT MAINTENANCE 
_Proposed amendments to Limitation Order L-270, designed 
to increase production of automotive maintenance equipment, 
ave been approved by the Automotive Maintenance Equipment 
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Industry Advisory Committee the War Production Board has 
announced. 

Under the proposed amendments, Schedules A, B, C and D 
of L-270 will be revised to permit increased production of cer- 
tain items. 

Shortages of both materials and manpower were reducing 
production in the industry to a point where the nation’s trans- 
portation system is seriously threatened, committee members 
said. Passenger cars, trucks and other transportation vehicles, 
they said, had reached a stage where they must be serviced 
competently or they would break down. Efficient servicing, 
they pointed out, was impossible without adequate service 
equipment. 

Committee members expressed the opinion that the im- 
portance of the industry to the war program had been gener- 
ally overlooked. There was a shortage of service equipment 
at the beginning of the war, they said, and now, with the in- 
dustry receiving none of the “breaks” in either materials or 
manpower, manufacturers were finding it impossible, in many 
cases, to meet even the limited production permitted. 

W. P. B. officials told the committee that a new procedure 
was being developed whereby, it was hoped, it would be easier 
for the industry, as a whole, to meet authorized programs. 


MOTOR TRUCK USES 

The motor truck division of the International Harvester Co. 
has prepared a series of articles, accompanied by photographs, 
describing and illustrating the use of heavy trucks in the trans- 
portation of ore; poultry, feeds, supplies and canned goods; 
agricultural products; garbage; and by long-distance motor 
truck haulers. The importance of the job that the latter users 
are doing in speeding war-material transport, says the com- 
pany, is best evidenced by the high priority given such haulers 
for the purchase of heavy-duty trucks in limited numbers for 
essential civilian use. 


CARBON BLACK FOR TIRES 


The Rubber Bureau of the War Production Board has 
taken steps, by amending Appendix III to Rubber Order R-1, 
to control, in the second quarter of 1945, the number of tubes 
that may be produced for civilian passenger car and small truck 
tires. 

“By this action it is estimated by the Rubber Bureau that 
1,000,000 pounds of carbon black per month will be made avail- 
able for the production of heavy-duty truck and bus tires, so 
badly needed by the military and for essential civilian trans- 
portation,” said W. P. B. 


MORE GASOLINE AFTER V-E DAY 


Petroleum Administrator for War Ickes has announced that 
after the defeat of Germany there may be sufficient gasoline 
to provide “possibly as much as 50 per cent more than at 
present to civilian motorists.” O. P. A. Administrator Bowles 
announced that the O. P. A. was ready to increase gasoline 
rations just as rapidly as additional supplies for passenger car 
use were made available after V-E Day. 


SCHOOL FOR ARMY TRUCK DRIVERS 

With the arrival of new and heavier motor equipment in 
France, the motor transport service of the Army Transporta- 
tion Corps has set up an operational training school to instruct 
army drivers in France in the handling of new 10-ton semi- 
trailers and 45-ton trailers. The A. T. C. said it was expected 
that 1,800 drivers of 31 truck companies would be trained at 
the end of the first month of the school’s operation. Stress was 
placed, it said, on actual practice in driving, and that, after 
drivers had been trained, they would be “married with” heavy 
equipment coming in at the port of Marseilles. 


BEKINS GOLDEN ANNIVERSARY 


Bekins Van & Storage Co., of Los Angeles, is celebrating 
its golden anniversary. Post-war plans, according to a com- 
pany announcement, include the construction of new warehouses 
in San Bernardino, San Francisco, Burlingame, Long Beach, 
San Marino, and the San Fernando Valley. Air rights, it says, 
have already been requested by Bekins Van Lines Co. Milo W. 
Bekins has been president of the company since 1918. Other 
officers include: Reed J. Bekins, chairman of the board; Herbert 
B. Holt, vice-president and general manager; Daniel P. Bryant, 
vice-president and secretary; Luckie B. Waller, and Hal A, 
Kern, vice-presidents. 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their tariff files are up-to-date. 
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- The Transportation Club of the Rochester Chamber of 
Commerce has scheduled its second Rochester wartime packag- 
ing, packing and shipping conference and exhibit for April 19 
and 20, at the Chamber of Commerce, sponsored by the club as 
its contribution to the 1945 perfect shipping campaign. Ar- 
rangements are in charge of general chairman Frank B. Dugan, 
first vice-president of the club and traffic manager of Eastman 
Kodak Co. Announced objectives of the conference are to im- 
press on war plants the need for strict adherence to Army and 
Navy specifications; to assist war plants in solving problems 
through exchange of ideas, experience and information; to en- 
list the cooperation of carrier employes; to stress the need for 
extra care in packing and handling civilian goods because of 
inferior quality of containers available for this class of freight 
and the heavier loading of freight cars and motor trucks. The 
chairman of the committee arranging the exhibit of war ma- 
terials and supplies produced in the area and packaged for 
export is R. Russell Clark, chief, commodity packaging section, 
Rochester ordnance district. A display of the materials avail- 
able to war plants and others is being arranged by a committee 
headed by J. P. Cahill, traffic manager, Rochester Products 
Division, General Motors Corporation. Army and Navy films 
on specification packaging and packing will be shown both days, 
and there will be a packaging clinic on April 20, to be opened 
with an illustrated talk on “War Lessons in Package Struc- 
ture,” by C. S. MacNair, followed by an open forum. Robert 
A. Fasold, special representative, freight claim division, A. A. R., 
will speak the evening of April 20 on “Perfect Shipping,” with 
the principal address to be delivered by A. L. Whiton, chief, 
packaging branch, production service division, Office of the 
Chief of Ordnance, Washington. He will talk on “Packaging 
Conditions in the War Zones,” and will use pictures taken on 
a 20,000-mile tour of the European and Burma-India theatres 
of operation. 





The Pikes Peak Traffic Club will hold its April meeting in 
the Mexican Room of the Antlers Hotel on the 17th. Miss 
Velma E. McPeek, supervisor of passenger train service for the 
Chicago, Burlington & Quincy Railroad, Chicago, will address 
the club on “Women in Transportation.” The club has invited 
the members of the Business and Professional Women’s Club 
of Colorado Springs to attend. 


The Traffic Club of St. Louis announces that the nominat- 
ing committees of the club have submitted their joint conclu- 
sions for officers to be voted on at the annuual election to be 
held April 24, as follows: President, E. P. Curran; first vice- 
president, Fred J. Fuerst; second vice-president, Jos. E. Hitt; 
third vice-president (one to be elected) Oris A. Vinyard, John 
J. Burke, E. G. Minor; secretary-treasurer (one to be elected), 
L. V. Gudiswitz and Ray A. Williams; director, transportation, 
Joe Williams (unopposed); directors, transportation (one to be 
elected), C. J. Dinkelkamp, John F. Flynn, H. B. Rothweiler, 
and John Sachen; director, industrial (three to be elected), 
E. J. Baumberger, Paul C. Creal, C. S. J. Flood, C. W. Heide- 
mann, Stephen Hirschmugl, Fred E. Hoertel. Vernon R. Hud- 
der, George B. Koors, and Fred W. Smith. The club will hold 
its noonday meeting April 16 in the Gold Room of the New 
Hotel Jefferson April 16. It will be “Budweiser Day.” 








E. L. Pan, president, China Travel Service, discussed the 
travel situation in China at the April 9 meeting of the Los 
Angeles Transportation Club. 





The regular luncheon meeting of the Traffic Club of Jack- 
sonville, on April 9, was sponsored by the Florida East Coast 
Railway. J. T. Van Campen spoke on “Travel’s Contribution 
to Florida’s Progress,” and David Leer, superintendent of sta- 
tions and freight claims for the Florida East Coast at St. 
Augustine, discussed “Perfect Shipping Month.” 





The Women’s Traffic Club of Greater New York held its 
monthly dinner meeting April 10 in the Tower Club Rooms of 
the Park Central Hotel, and chose the nominating committee 
for the 1945-46 season. Ellen S. Reed, president, presided. 





The Junior Traffic Club of Kansas City heard A. J. Steph- 
ens, president, A. J. Stephens Manufacturing Co., discuss “Post- 





TRAFFIC WORLD 


War Opportunities of Kansas City” at its April 11 dinner meet. 
ing. The club will hold a dance and Dutch lunch at the Amer. 
ican Legion Hall, April 14. 





The Queens County Traffic Club will hold its annual din. 
ner dance at the Hotel New Yorker April 21. John Adelung 
manager of the eastern district, Office of Defense Transporta. 
tion, was guest speaker at the club’s meeting in the Forest 
Hills Inn, Forest Hills, N. Y., April 10. 





R. A. Fasold, special representative, freight claim division 
A. A. R., was the guest speaker at the April 12 meeting of the 
York Traffic Club, held in the Yorktowne Hotel. He spoke on 
“Perfect Shipping.” 





Miss Anne B. McCarthy is chairman of the ticket committee 
of the Women’s Traffic Club of Pittsburgh, for the spring mu- 
sic festival, a benefit for the American Cancer Society field 
army drive, April 20, sponsored by the Pittsburgh Business 
Women’s Club. The club will hold its dinner meeting April 17 
in the Gold Room of the Roosevelt Hotel. A. M. Galbraith, of 
the British consulate, will be the guest speaker. Miss Ann 
Kubiak, accompanied by Mrs. Nan Neugebauer, will furnish 
the entertainment. 





: S. D. Swann, General Agent of the St. Louis Southwestern 
Railway Company (Cotton Belt Route), was elected President 
of the Nashville Traffic and Transpor- 
tation Club at the annual election of 
officers March 27. Other officers elected 
were: Vice President, H. S. Gerregano, 
assistant traffic supervisor, Consoli- 
dated Vultee Aircraft Corporation; 
secretary, Finis E. Hilliard, chief clerk, 
Norfolk & Western Railway; treasurer, 
James E. Biles, auditor, Southeastern 
Motor Truck Line; historian, W. E. 
Haley, traffic manager, Robert Orr and 
Company. Elected to the Board of 
Governors were: W. E. Craig, sales- 
man, Marshall & Bruce Company; 
Chas. C. Davis, traffic service agent, 
Tennessee Central Railway; R. Earl 
Shaub, traffic manager, Super Service 
Motor Freight Company, and J. C. Con- 
nell, district manager, Central Van and 
Storage Company. At the dutch supper following the election, 
outgoing President Thomas B. Pollard, traffic manager, Gray 
and Dudley Company, awarded membership committee prizes 
to the following: Frank A. Gaines, commercial agent, Associated 
Transport, Inc.; Thomas B. Pollard, and George F. Clark, 
Nashville, Chattanooga and St. Louis Railway. Through their 
ee the club now numbers approximately 300 active 
members. ; 





The Traffic Club of New Orleans held a Pan-American 
week luncheon April 9 in the Gold Room of the Hotel Roose- 
velt, with the Hon. Joel Carrington Hudson, first secretary and 
consul for the United States at Santiago, Chile, as the speaker. 
His subject was ‘“Pan-Americanism.” 





The annual “quiz” contest staged by the Women’s Traffic 
and Transportation Club of Baltimore will find. members of 
the club pitted against members of the forum of the Traffic 
Club of Baltimore. It will be held in the Founder’s Room, Lord 
Baltimore Hotel, April 25. R. J. Barron, vice-president of the 
forum, and Mrs. Eileen M. Boswell, will be interrogators. Mrs. 
Maria M. Ricks will be official hostess of the evening. The 
questions for the quiz will be prepared by Pierce Busch, presi- 
dent of the forum, Fred M. Quinn, program chairman, Hazel 
M. Hare, president of the Women’s club, and Edith M. Bell, 
vice-chairman. At a special meeting of the club’s board of 
governors, a nominating committee of five was selected to 
prepare a slate of officers and governors for the election to 
be held June 13. Anne Goetz is chairman of the committee. 





The annual spring dance of the Indianapolis Traffic Club 
will be held in the Columbia Club April 21, with dinner at 
6:00 p. m. On the evening of April 24, the club will hear a 
lecture by Sam Campbell, known as “the philosopher of the 
forest,” illustrated by color motion pictures of the Black Hills 
of the Dakotas. The lecture is sponsored by the Chicago & 
North Western. 





The birthday luncheon of the Traffic Club of Philade!phia 
will take place April 23. Chairmen of the standing commiitees 
of the club are as follows: Auditing, C. J. Quinn; club promotion, 
W. F. Diehl; educational, Lewis T. Cuthbert; entertainment and 
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The helium car gives you an idea of the way 
General American tank car designers can go 
to work for you. 


Bulk transportation of helium gas offered great 
problems, required a car that would withstand 
a pressure of 2250 pounds to the square inch. 
General American engineered a revolutionary 
type of car to meet this need, and now helium 
cars have given efficient transportation service 
for many years. 


You may have a new, equally hard-to-handle 
product. Call on General American for bulk 
transportation that will be safe, sure, and low 
in cost. 


GENERAL AMERICAN 

















Planning Now with Tomorrow’s Leaders 


Even though your new product or problem commod- 
ity is still in the laboratory stage, General American 
engineers are ready to work with you now. Keeping 
pace with your progress, we will plan the new tank 
car with every feature needed for safe, economical 
transportation. 


Call or write our general offices—135 South LaSalle 
St., Chicago 90, Ill. 


TRANSPORTATION 


Builders and Operators of Specialized Railroad Freight Cars * 


Bulk Liquid Storage Terminals 


* Pressure Vessels and other 
Welded Equipment * Aerocoach Motor Coaches * Process Equipment of all kinds * Fruit and Vegetable Precooling Service 
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speakers, J. T. Grant; finance, E. H. Hammill; house, F. G. 
Ibach; membership, H. B. Armstrong; publicity and publications, 
J. Paul Lynch; reception, J. A. Fisher; testimonial, Henry A. 
Wilson; welfare, S. B. Nieman; club librarian, E. G. Stewart. 





The Traffic Study Club of Akron will hold its annual ladies’ 
night and card party in O’Neil’s Tea Room April 17, with buffet 
lunch to be served after cards. 





The Traffic Club of Minneapolis staged its third annual 
“Freight Forwarders Day’ with a luncheon in the Grand Ball- 
room of the Hotel Nicollet April 12. H. R. Bush was chairman 
for the day. Ray Thomas spoke on “The Art of Living with 
Your Family,” and Elizabeth Talbot-Martin, an impersonator, 
furnished entertainment. The club has followed its custom of 
reserving a section at the ball park for the opening of the 
baseball season on April 18. 





The Bridgeport Traffic Association will hold its “Army 
Air Forces Night” April 16, in the ballroom of the Stratfield 
Hotel. After a short business session, Lt. Col. M. P. Bickley, 
commanding officer of the Regional Air Priorities Office, New 
York City, will speak on “Air Transportation.” Three sound 
films will be shown. A meeting of the executive committee will 
take place before the general meeting. 





The Traffic Club of Buffalo has established ‘The Traffic 
Light,” a monthly bulletin of club news. The first issue of the 
publication was dated April, 1945. The club will hold its 
monthly dinner meeting at the Hotel Worth April 17. Speaker 
for the occasion will be H. G. Dellwardt, assistant train master 
of the Pennsylvania Railroad at Buffalo. He will describe the 
operations of trains into and out of Buffalo terminals. The 
club is also sponsoring a study course in “Grain Transit at 
Buffalo” in rooms furnished through the courtesy of the Buffalo 
District Freight Committee at the Central Terminal. The 
board of directors has selected the following candidates for 
club offices: President, P. Tate, American Lubricants and 
O. Schweinsburg, Grand Trunk Railroad; vice-president, A. 
Wheelock of the Delaware & Hudson Railroad, E. Smith of 
the Transit Bureau, and L. Fox, of the New York Central Rail- 
road; secretary, J. Davis, Pierce & Stevens, V. Sausen, of 
Missouri Pacific Lines, G. McBride of Standard Elevator, and 
W. Reardon, Chevrolet Motors; treasurer, S. Godfrey, of the 
New York Central, W. Leavers, of the Nickel Plate. Directors: 
(On line) J. Griffin, Erie Railroad, A. Wilde of Delaware, Lacka- 
wanna & Western Railroad; L. Jackie, of the New York Central; 
(industry), R. Murdough, Worthington Pump Co., H. Meyers, 
United States Department of Agriculture, and C. Buchheit, 
Ralston Purina; (off line) R. MacArthur, Canadian Pacific 
Railroad, V. Woods of Western Maryland Railway Co., and A. 
Vallone of the Reading. 





J. M. Fitzgerald, vice-president, Eastern Railroad Presi- 
dents’ Conference committee on public relations, spoke at the 
April 12 meeting of the Metropolitan Traffic Association of 
New York, Inc., on “What’s Ahead for Transportation.” Albert 
Warn is chairman of the club’s speakers committee. The club 
will hold a dinner meeting April 25 in the Hotel Pennsylvania. 
C. L. Costello is chairman of the committee on arrangements 
for the event. 





The High Point Traffic & Transportation Club will hear an 
address by the Hon. R. Gregg Cherry, governor of North 
Carolina, at its meeting on April 24 at the Emerywood Country 
Club. The dinner will be preceded by a golf tournament. 





Director Johnson of the Office of Defense Transportation, 
will talk on “Wartime Transportation” at the April 18 meeting 
of the Traffic Club of Washington, D. C., to be held in the 
main ballroom of the Mayflower Hotel. 





The Traffic Club of New England, at its dinner meeting in 
the ballroom of the Copley-Plaza Hotel, Boston, April 17, will 
hear Harry B. Tower, of the industrial relations department of 
Socony-Vacuum Oil Co., Inc., speak on “Petroleum and the 
War.” Entertainment will consist of membership participation 
in a “Quizzeroo program,” successful contestants to be re- 
warded with war stamps or bonds and a possible opportunity 
to appear on the Quiz Kids program. 





The Transportation Club of Des Moines will see motion 
pictures of naval action at its dinner meeting April 16 in the 
Hotel Kirkwood. E. W. Harlan, of Bruce Motor Freight, is 
general May Day party chairman for the affair to be held at 
the Des Moines Golf and Country Club May 22. 





Don Weber, of T. M. Stein Hall, Inc., Chicago, will speak 
on “Transit—What It Means to Industry” before the open 
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forum of the Junior Traffic Club of Chicago April 19, in Room 
14 at the Palmer House. The meeting will be thrown open tj 
general discussion after the address. 





The Women’s Traffic Club of Milwaukee held its monthly 
dinner meeting at the Schroeder Hotel Club Rooms April 4 
K. A. Albrecht, manager of the Social Security office in mij 
waukee, spoke on “Social Security and Taxes.” 





The Dallas Transportation Club will be addressed by Henry 
N. Roberts, chairman, Texas-Louisiana Freight Bureau, 9 
“Order or Disorder in Rate Making” on April 23. John B 
Graves, Jr., first vice-president of the club, is in charge of th: 
program. 


ADVISORY BOARD MEETING 


The officers and the board of directors of the National As 
sociation of Shippers’ Advisory Boards will meet at the Jeffe;. 
son Hotel in St. Louis, April 17, to discuss current transporta. 
tion problems, C. J. Goodyear, president of the organization, 
has announced. The meeting will be open only to the officey 
and members of the board, it was stated. 

Other subjects which will be taken up include land gran 
rates, the railroad social security bills and the proposed legisla. 
tion exempting railroads from the anti-trust laws. Ways o 
improving the quarterly forecast of car requirements will als) 
be considered, and the activities of the regional boards’ freigh; 
car efficiency committees during the present transportatior 
situation will be reviewed: 

The date and place of the annual meeting of the Nationd 
Association of Shippers’ Advisory Boards will be set at thi 
time. 


NEW ENGLAND ADVISORY BOARD 

The New England Shippers Advisory Board has issued j 
printed transcript of the “streamlined”? meeting in Boston, in 
which the executive and contact committees of the board met 
in lieu of the customary general meeting. 

For the second quarter, the New England board forecast 
a decrease of 1.26 per cent on the basis of the reports of com 
modity committee chairmen. Explosives, with an estimated in 
crease of 40 per cent, led the list of commodities for which 1 
gain in loadings was forecost, with other gains predicted a 
follows: brass, bronze and copper, 10 per cent; cotton and cot- 
ton products, 5 per cent; dairy products, 8 per cent; fertilizer, 
10 to 15 per cent; less-carload, 5 per cent; lumber and fores 
products, 5 per cent; and wool, raw, 10 per cent. 

A 35 per cent decrease in loadings of packing house producti 
led that side of the list, the decreases for other commoditie) 
being estimated as follows: building and monumental stone, 1! 
per cent; brick and tile, 10 per cent; cement, 10 per cent; clay 
gravel, sand and stone, 10 per cent; coal and coke, 6 per cent 
furniture, 12 per cent; iron and steel, 10 per cent; lime ant 
plaster, 10 per cent; livestock, 10 to 15 per cent; machinery, } 
per cent; paper and pulp, 5 to 10 per cent; scrap metals, 18 pe’ 
cent; sugar, 5 per cent; wire goods, 5 per cent; and woole! 
goods, 10 per cent. 

In a statement preliminary to the transcript, W. H. Day 
general chairman of the New England board, while observin{ 
that rail carrier performance was fast approaching a normaf 
stage following the severe winter weather and that shipper! 
and receivers in February had held less than 11 per cent 0 
cars beyond the free time, said that with the movement of wa! 
materials and supplies to the seaboard increasing, and with the 
shortage of box cars in some sections, turn-around time 0: 
















































freight cars must be speeded up through improved performance “ 
pr 
® e 2 
Chicago Traffic Council = 
The executive committee of the Industrial Traffic Counc] tg 
of the Chicago Association of Commerce heard reports April 1] 9, 
from the Council’s legislative committee and its committee 9 wy 
rates, rules and classification, the latter confined largely | ,, 
motor carrier matters. Gordon E. Riley, traffic manager, Unite er 
States Gypsum Co., and general vice-chairman of the Council . 
presided. pe 
Lee Quasey, commerce counsel for the National Livestoc 
Marketing Association, and chairman of the legislative comm! 
tee, reported on various national and state bills. The executi 
committee voted to oppose S. 293, the bill proposing increase SER’ 
benefits under the railroad retirement act. The commitiee fel WA 
that H. R. 2536, the bill to regulate rate bureaus, should by"*® 
amended so as to limit rate conferences between carriers QALM 





each type; i.e., to permit railroads to make agreements onl 
on rail rates, and so for each type of carrier. 

Another objection was to provisions permitting carriers 
enter into agreements on service, the council concluding tha 
this provision should be eliminated. The council also conclude 
that the portion of the bill relating to independent action o% 
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SERVING AMERICA IN 
WAR AND PEACE FOR 
ALMOST A CENTURY 
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A RAILROAD? WHY, 


Some of Chicago’s elite laughed at William B. 
Ogden when, in the late 1840s, he asked their 
support in building a railroad from Chicago to 
the West. They knew that the charter, granted 
in 1836, had been gathering dust for years. 
But Ogden, man of vision, was a determined 
soul, and by the end of 1848 the first ten miles 
of railroad were completed. 


Chicago’s claims to distinction in those days 
were mud, a second rate river and a progres- 
sive spirit. 


Now the railroad had come. The 





North Western’s” story has been one of steady 
Progress during the past 97 years. Today, over its 
10,000 miles of railway, has moved, and is moving, 
much of America’s mighty war machine. You help 
to keep these war supplies rolling when you travel 
only when it is absolutely essential. Out of ““North 
Western’s” wealth of experience will come many 
new improvements and a finer transportation ser- 
vice—both freight and passenger—in America’s 
postwar years. 


CHICAGO and NORTH WESTERN 


Yesterday and Tomorrow... 


“A Story of Transportation 
9) 


IT CAN’T BE DONE! 


rails were of Norway pine, topped by strips of 
oak an inch and a quarter thick and three 
inches wide, with iron straps on top to support 
the cars. 


The Des Plaines river, near Maywood, Illinois, 
was the “end of the line” and on this 10-mile 
right-of-way chugged and swayed the first trains 
to operate west of Chicago. That same stretch 
is one of the busiest in the West today, but 
back in 1848 it was quite an achievement to op- 
erate an occasional train at 15 miles per hour! 






Wyoming 


SYSTEM 
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the part of carriers should be clarified so there would be no 
question about the right of a carrier to take such action. The 
council also felt the bill should be amended to provide that 
the rate bureaus might not participate in proceedings against 
an individual carrier, particularly where such a carrier had 
taken independent rate action, although a decision on this mat- 
ter was held in abeyance until the next meeting. 

The committee went on record as opposing H. R. 2764 and 
S. 797, the bills proposing to extend joint rate arrangements 
between freight forwarders and motor carriers, on the theory 
that those rates should be published. 

A report was received from the export and import com- 
mittee that Lifschultz Fast Freight, a forwarder, had been the 
first forwarder to take action to increase the free time at the 
ports on export traffic to 10 days, and that other forwarders 
would shortly make the same modifications in their rules. 
M. P. Langdoc, traffic manager, Automatic Electric Co., is 
chairman of the export and import committee. 

Sam Feltman, chairman of the rates, rules and classification 
committee, and traffic manager of Acme Steel Co., reported on 
his appearance before the Consolidated Classification Commit- 
tee on March 21 in connection with proposed changes in the 
rules governing shipments of extraordinary value, and the 
marking of less-than-carload freight, the Council having dele- 


gated the committee to voice its objections to the proposed 
changes. 





NEW YORK SHIPPERS’ CONFERENCE 


Fred O. Pomeroy, vice-president of the Shippers’ Confer- 
ence of Greater New York, and chairman of its classification 
committee, reported to the monthly meeting of the Conference, 
April 11, that he had attended the hearing of the Consolidated 
Classification Committee on March 21 to present the objections 
of the Conference to a proposed change in the rule governing 
the marking of less-than-carload freight. He told the Confer- 
ence it was his impression that a change would be made in the 
rule, but that the weight would be 10,000 or 12,000 pounds in- 
stead of 20,000 pounds the (limit below which less-than-car- 
load freight must be marked) as proposed. He said there was 
also a possibility that the change would be published to expire 
six months after the end of the war. 


KALAMAZOO PERFECT SHIPPING MEETING 


The Kalamazoo Traffic Club is sponsoring, and C. H. 
Winslow, traffic manager of the Chamber of Commerce of 
Kalamazoo is making the arrangements for, a “Perfect Ship- 
ping Month” meeting on April 17. A special invitation has 
been extended to business executives and employes, responsible 
for the preparation of goods for shipment, to hear officials of 
the railroads, truck lines and the express agency advise how 


to pack, mark, and ship, and to hear talks on other phases 
of freight claim prevention. 


SHORT LINES’ CHICAGO OFFICE 


The American Short Line Railroad Association has opened 
an office in suite 616, 39 S. La Salle St., Chicago 3, Ill. In mak- 
ing this’ announcement, J. M. Hood, president, said: 


The office is in charge of Mr. W. R. Grimm, who was appointed 
traffic manager, effective April 1. Mr. Grimm will have jurisdiction 
over traffic subjects pertaining to the association’s Western, Southwest- 
ern and Pacific Regions which coincide with the Western Classification 


Territory. Mr. Grimm was formerly assistant traffic manager at At- 
lanta. 


I. C. AID TO VEGETABLE GROWERS 


The Illinois Central has summed up the results of four 
years of assistance afforded by its Agricultural Department 
to growers of tomatoes in the vicinity of Hazlehurst, Crystal 
Springs, Terry, and Utica, Miss., in Copiah and Hinds counties. 
Research by state authorities having shown soil exhaustion, 
the Illinois Central, according to the booklet describing its 
activities, “Soil Improvement Brings Profits to Vegetable Grow- 
ers,” established improvement plots, to which agricultural lime- 
stone was added and a leguminous cover crop grown and 
turned under before planting the tomato crop. 

Average production on the improved plots, 1941-44, was 
172.2 field boxes an acre, compared with 111.5 on unimproved 
plots, according to the booklet, which says that the gross in- 
come value of the increase on the improved plots receiving 
agricultural limestone, green manure ‘and fertilizer was 
$1,418.69, compared with $901.17 on the unimproved plots re- 
ceiving fertilizer only. The extent of the problem was indi- 
cated by the decrease in shipments of tomatoes from 4,894 
carloads, having a value of $4,753,000, in 1927, to 706 cars, 
having a value of only $904,000, in 1944. 
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The nominating committee of the Propeller Club of th 
United States, Port of New Orleans, headed by Captain J, F 
Oettl, has submitted the following names of officers and q 
rectors proposed for the coming year, to be voted on at thd 
annual meeting, April 18: President, Harold R. Iley, P. Thom) 
son & Co.; first vice-president, E. B. Williams, Delta Shipbuil¢d 
ing Co.; second vice-president, William E. McCardell, Ws 
Shipping Administration; secretary, J. W. Richards, Mississippj 
Shipping Co.; treasurer, C. A. Palmer, Lykes Bros. Steamship 
Co. Members nominated to serve as a board of governors: 
Furman B. Pearce, A. Grant Clark, Capt. J. A. Rice, Georg 
Griswold, Capt. J. E. Hart, Capt. Harold A. Johnson, J. \ 
Shaw, Wm. J. LeBlank, Jr., Edward L. Maier, S. V. Massimini, 
Harold S. Meighan, Charles W. Moore, U. C. Wilkinson, H. 8) 
Chandler, Capt. Clyde E. Biggers, John Fitzpatrick, Capt. Johp 
F. Oettl, and E. O. Jewell. 

F. M. Garland, chairman of the entertainment committe 
of the Pittsburgh region chapter of the Association of I. C. ¢ 
Practitioners, has made a tentative reservation at the Highland 
Country Club for a golf outing and dinner for May 15, detailed 
plans to be completed following an expression of the interes 
of members in such an event. Members were asked to signi 
if they would participate and play golf and/or attend dinner 
and whether or not the event should be restricted to chapte 
members. 

The Motor Express, Inc., of Indiana, of Indianapolis, an 
nounces the appointment of the following by its board of d. 
rectors: C. E. Pfeiffer, treasurer; E. W. Shreve, vice-presiden 
operations; and G. C. Cassell, vice-president, sales and traffi 
with headquarters in Chicago. The general offices of the com 
pany remain in Indianapolis. 

James Blaine Walker, who became widely known in trans 
portation circles as secretary of the National Association of 
Railroad and Utilities Commissioners from 1917 to 1934, and 
who was formerly secretary of the New York Public Servic 
Commission, First District, and of the Transit Commission, die 
at White Plains, N. Y., March 30. 

The Missouri Pacific Lines has announced the appointmert 
of R. J. Ball as general agent, Brownsville, Tex., succeeding 
C. P. Lochridge, deceased. 

James H. Higgins, of Cumberland, Md., formerly manage 
of the production and priorities division, Office of Rubber D- 
rector, has been appointed general project manager in charg 
of constructing and equipping the $7,000,000 tire plant that tle 
Inland Rubber Corporation will operate at Ottawa, Ill. He wi 
make his headquarters in Chicago. Construction of the Ottaw 
plant began March 27. 

Mack Trucks, Inc., announces the appointment of C. fF 
Larsen as manager of its general service department. Othe 
appointments announced by the company are: S. H. Bridge 
named manager of the Poughkeepsie, N. Y., branch, replacing 
H. L. Weatherwax, resigned and G. L. Murphy, manager of tle 
Utica, N. Y., branch replacing Mr. Bridges. R. J. Meinert ha 
returned to the company as manager of national account salé 
in the central division, with neadquarters in Chicago, followin} 
a two years’ leave of absence as assistant automotive advisd 
with the Sixth Armored Force at Camp Chaffee, Ark. 

The regular meeting of the New York Chapter of the Arm 
Transportation Association was held April 13 in the Governors 
Room of the Governor Clinton Hotel. 

R. D. Thompson has been named manager, and Ivan 5 
Goble, assistant manager, of the tire department of the Good 
year Tire & Rubber Export Co., Akron, O. They will dired 
the overseas sales activities for all Goodyear tire products ex 
cept bicycle and airplane tires. : ; 

Amedee H. Smith, 76, pioneer west coast industrialist, die 
March 25 in Portland, Ore. He was chairman of the board @ 
the Hyster Co.; president of the Willamette Iron & Steel Co 
a director of Portland General Electric Co.; and president ¢ 
the Oregon Paramount Corporation. 

The White Motor Co. announces the following west c0a: 
appointments Walter G. Auer, former manager of the Portlan 
branch to the regional wholesale manager covering northe 
California and Nevada territory, with headquarters at Sa 
Francisco; Rolla W. Moore, succeeding Mr. Auer as manage 
of the Portland branch; and D. H. Wilson, as regional whol¢ 
sale manager covering Washington and northern Idaho, Wl! 
headquarters in Seattle. — ‘. 

The Baltimore & Ohio Chicago Terminal Railroad ©o. hé 
announced the appointment of D. W. Owen to be generé 
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freight and passenger agent, vice H. M. Jouver, retired, after 
35 years of service. 

J. V. Raymond has been made traffic manager of Midwest 
Transfer Co., of Maywood, Ill. Mr. Raymond was in charge of 
truck transportation for the U. S. Gypsum Co., for a number 
of years and later traffic manager of the Green River ordnance 
plant, operated by the Stewart-Warner Corporation. His most 
recent connection was with the transportation department of 
the Chicago Association of Commerce. 

Ralph O. Williams, formerly car foreman for the Union 
Pacific: Railroad at Nampa, Ida., has been appointed general 
car inspector, south-central district with headquarters at Salt 
Lake City; F. C. Fye, formerly assistant engineer—car con- 
struction, at Omaha, has been named general car inspector, 
northwestern district and Idaho division to and including Poca- 
tello, with headquarters at Pocatello. The Union Pacific also 
announced the appointment of A. E. Callin as senior assistant 
general auditor, with headquarters at Omaha. 

The American Steel & Wire Co. of New Jersey, Cleveland, 
O., has announced the appointment of W. H. Dodge as district 
traffic manager at Chicago. 

Claude E. Peterson, who began his railroad career with the 
Southern Pacific Lines in 1917, has been promoted to vice- 
president in charge of system passenger traffic. He succeeds 
the late Felix S. McGinnis. At 43, Mr. Peterson is one of the 
youngest high-ranking railroad executives in the United States. 
He will maintain offices in San Francisco, and in Houston, Tex. 

American Express Co. announces the appointment of W. F. 
Fox as passenger traffic manager. In the absence of vice- 
president and general manager B. E. White, now on military 
leave, Mr. Fox will continue temporarily to make his headquar- 
ters in New York City, assisting in the administration of the 
company’s travel activity. The company announces the return 
of W. N. Dunwoody, assistant manager, from duty with the 
Army Transportation Corps, to assume new duties in post-war 
travel planning. Mr. Dunwoody was honorably discharged with 
the rank of major, having won his majority in Italy and his 
captaincy, earlier, in north Africa. In those two campaigns he 
was concerned with road reconnaissance, motor convoyoing and 
traffic regulation. 

The Ann Arbor Railroad Co. announces the appointment 
of John Poye as traveling freight agent, New York City, suc- 
ceeding E. J. McCabe, resigned. Mr. Pyle will report to J. V. 
Ryan, general agent, at New York. 


The Macon, Dublin & Savannah Railroad Co. has appointed 
J. M. Nixon superintendent, motive power, with headquarters 
at Macon, Ga., succeeding L. E. Crevasse, resigned on account 
of ill health. Since 1942 Mr. Nixon has been general foreman 
of the Seaboard Air Line Railway shops at Wildwood, Fla. 


George H. Burgess, president of the Tennessee, Alabama & 
Georgia Railway Co. for the past sixteen years, declined re- 
election April 6, and Miles C. Kennedy, of New York, a partner 
in the firm of Coverdale & Colpitts, was named chairman of 
the board, and Herman F. Bohr, of Chattanooga, was elected 
president. D. E. Hedges, also of Chattanooga, was elected vice- 
president and comptroller. All other officers were re-elected. 
Mr. Bohr is a member of the board of directors of the American 
Short Line Railroad Association. 

Frank Austin has been appointed supervisor of stations 
for Braniff Airways, Inc., his work to include general admin- 
istration of stations, placement of personnel and equipment, and 
coordination of stations with other departments. Since Sep- 
tember, 1927, he has been with Braniff in Amarillo, where he 
was station manager and district traffic manager. 

The Canadian National Railways announces the retirement 
on pension of H. A. Dixon, chief engineer, and the appointment 
of Barton Wheelwright, chief engineer of the central region, to 
succeed Mr. Dixon as chief engineer of the system. Mr. Dixon 
had been continuously with the Canadian National Railways 
for 43 years and had charge of the building of a substantial 
mileage of the railway during the development of western Can- 
ada. Mr. Wheelwright entered railroad service in 1911 as 
draftsman with the Grand Trunk Railway at Toronto. 

The Chicago & North Western Railway Co. announces the 
following changes in the Cincinnati agency: John T. Hall ap- 
pointed general agent, vice Lester A. Uvaas, deceased; Al- 
bert M. Linz appointed assistant general agent. The North 
Western also announced the death of Thomas J. Kenniff, 63, 
freight traffic manager of the Chicago, St. Paul, Minneapolis & 
Omaha Railway Co., at St. Paul. He died as the result of a 
heart attack, April 7. 

A testimonial luncheon, sponsored by members of the Motor 
Carrier Club of St. Louis and of the Missouri Bus and Truck 
Association, was given in honor of Vern E. Smart at the DeSoto 
Hotel, April 10. Mr. Smart has resigned as district supervisor 
of the Motor Carrier Bureau of the Commission after seven 
and one-half years of service. Joseph Simmons, who succeeds 
Mr. Smart, attended the luncheon. Mr. Smart was presented 
with a wrist watch as a farewell gift. 





Carl W. Flesher, regional director, U. S. Maritime Com. 
mission, was the guest speaker at a membership luncheon of the 
Oakland Chamber of Commerce, held in Hotel Leamington 
April 13. He spoke on “The Future of the Shipbuilding ang 
Repair Industry on the Pacific Coast.” 

David P. Grier, general western agent, Seaboard Air Line 
Railway, Chicago, will retire at his own request May 1, after 
42 years of service. G. T. F. Schreiber, general agent, wil] 
succeed him. 

The Chicago Association of Commerce, in commemoration 
of the tenth anniversary of the inauguration of Chicago’s first 
streamline train service is planning a surprise feature for its 
luncheon April 18, in the Grand Ballroom of the Sherman Hotel, 
Virgil Jordan, economist, authority, and president of the Na. 
tional Industrial Conference Board, will speak on “Full Em. 
ployment and Freedom in America.” 

Col. John Slezak, chief of the Chicago Ordnance District 
Army Service Forces, will address a dinner meeting of the 
Western Railway Club, at the Sherman Hotel, April 16. He wil] 
speak on ‘“‘The Midwest’s Contribution to the War Effort.” 

W. H. Gollings, formerly general agent of Premier Car. 
loading Co., St. Louis, has been appointment manager of 
Merchants Carloading Co., Inc., with headquarters at St. Louis 

Ezra W. Clark, vice-president and general manager of 
Clark Tructractor, Battle Creek, Mich., told the Chicago Pack. 
aging Club at a recent meeting that intelligent analysis of the 
functional requirements of industrial packages is bringing abou: 
a swift and far-reaching revolution in package design in many 
industries. 

Hugo Zierfuss is program chairman for the April meeting 
of the Alumni Association, College of Advanced Traffic, Chi- 
cago. The meeting will be held April 17 and will be designated 
“Annual Sports Night,’’ with James Kearns, sports writer and 
columnist for the Chicago “Sun” as the guest speaker. A 
sound movie, “World Series of 1944—Browns vs. Cardinals’ 
will be shown. A pre-meeting dinner will take place in ¢ 
Triangle Restaurant. The association also announces an old: 
fashioned alumni fish fry for May 18, in the Furniture Club. 

Dan B. Mooney has been named Pittsburgh assistant re. 
gional manager for the Dodge division, Chrysler Corporation. 
He will assist regional manager H. B. vanDerZee in supervising 
the Dodge field staff in the area covering western Pennsylvania, 
part of West Virginia and a few points in western New York 
and eastern Ohio. 

The next regular meeting of the Alumni Association of the 
Academy of Advanced Traffic, New York, will be held at Daniels 
Tavern, New York City, April 19. Round table discussion will 
take place at 7 p. m., the meeting following at 8 p. m. 

J. Whitfield Cohen, formerly with the Bull Line, has beer 
appointed vice-president in charge of traffic of the Americar 
Liberty Steamship Corporation. 

Wm. McC. Paxton, of Norfolk, chairman of the State Port 
Authority of Virginia, will preside at the regular monthly meet- 
ing of the Authority in Portsmouth, April 20, at 11 a. m. The 
Authority will have as its luncheon guests city officials of 
Portsmouth. Other members of the Authority are: Harry A 
Keitz, of Newport News, vice-chairman; Benjamin T. Pitts, of 
Fredericksburg, treasurer; Commander G. Alvin Massenburg, 
of Hampton; and Charles J. Robinson, of Alexandria. Herbert 
W. C. Wade is director, with offices in Norfolk. 

Members of the Propeller Club, Port of Norfolk, will hear 
Captain Robert Taylor Merrill, United States Coast Guard, at 
its luncheon meeting April 16, in Child’s restaurant. Wm. McC. 
Paxton is program chairman for the club. James A. Moore, 
president of the club, will preside. 


William S. Richardson is president of the B. F. Goodrich 
Chemical Co., a newly established division of the B. F. Good- 
rich Co. Offices and service laboratories of the chemical com- 
pany are in Cleveland. 

Edw. W. Jarvis has been elected a director, and director 
of transportation, of the Standard Oil Co. of Kentucky. 

The California Spray-Chemical Corporation, Richmond, 
Calif., announces the appointment of Lee R. Hudson as pur- 
chasing agent and credit manager, and of Fred E. Allison as 
traffic manager. 













CHANGES IN DOCKET 

Hearing in MC F-2722, assigned for April 11 at Cape Girardeau, 
Mo., was changed to April 11 at Hotel Marquette, Cape Girardeau, MO., 
before Examiner Winson instead of U. S. Ct. 

Hearing in Finance 14752, assigned for April 10 at Gainesville, Fla., 
was cancelled. 

Hearing in MC 1200 Sub. 2, assigned for April 9 at Providence, 
R. I., was postponed to April 25 at Main P. O. Bldg., Providence, R. 1. 
before Jt. Bd. 321. 

Hearing in MC 45158, Sub. 10, assigned for April 12, at Louisville 
Ky., was cancelled. 

Hearing in MC 22589 Sub..2, assigned for April 14 at Brooklyn, N. 
Y., was postponed to April 20, at Hotel St. George, Brooklyn, N. ¥» 
before Jt. Bd. 67: 
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seems to sing of the old West... 
of the turbulent days of Deadwood 
Dick and Kit Carson. The primitive splendor of 
its mountains and pine-bordered lakes still spells 
adventure and romance to all who visit this typi- 
cally western country. 











The brave spirit of individual enterprise that even- 
tually developed Wyoming’s resources has never 
served the nation better than it does today. The 
state’s agricultural and industrial workers are meet- 
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ssion will A ‘ - - 
a. ing wartime’s needs with products such as wool, 
has beer} cattle, grain, shéep, coal, iron and petroleum. 
Americar 
state Port! Ltainloads of essential materials move, day and 
thly meet-| night, over Union Pacific’s Strategic Middle Route, 
ig uniting Wyoming with the East and the Pacific Coast. 
lals 
A ee : ‘ 
Harty A] Any man of courage, vision and eriterprise will find 
assenburg] bright opportunity in the further development of 
Herbert] the state’s resources. As in the past, Wyoming 
‘will hear} Will play its vital part in the future greatness of 
Guard, at} Your América. 
Wm. McC. 
A. Moore, 
NOTE: Write Union Pacific, Omaha, 
drich Neb., for information regarding in- 
. Goodric ustrial or business sites in Wyoming 
. F. Good- or other western States. 
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UNION PACIFIC RAILROAD 


MEMO TO MOTOR CARRIERS: 
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Horder’s Is Head- 
quarters for Maps of 
All Types 


~ 


Neesiefttonierite 
*Mailing Tubes can be supplied. 


Maps help traffic men to select carriers and route 
freight. Carriers have a distinct advantage when their 
own route maps are in the hands of these men. 


Let us help you to select a Standard black and white 
map of the U. S.... a section of it, or individual 
States—mark your routes on it and let us reproduce 
it for you in any size and quantity.* 

We have a complete assortment of large maps for 
wall mounting, covering all sections of the country, and 
individual cities and States. Our Map Service is the 
most complete in the Middle West. Visit or write to 
Horder’s Map Department, 111 West Adams Street, 
Chicago 3. Ask for map circular. 


HORDER’S, INC. 





231 S. Jefferson Street, Chicago 6 - All Telephones FRAnklin 6760 
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Bills of Lading—lIssuance of Exchange 
_or. Substituted Bills 


Illinois.—Question: Your opinion, cou- 
pled with applicable citations on the fol- 
lowing situation, which is somewhat in 
point with the answer to Washington, 
page. 721, September 16, 1944, Traffic 
World, will be appreciated. 

In particular, motor carriers fre- 
quently request a corrected bill-of-lading 
when a change in description or weight 
occurs; also when the use of a certain 
rate or rating hinges upon some notation 
having been inserted on the bill of lad- 
ing, which inadvertently, or otherwise, 
had been omitted. As an example—the 
demand being made six months or more 
after the shipment had been delivered. 

We would like to know: May such 
corrected bill of lading be issued at this 
late date? If so, what standing does it 
have, assuming no attempt was made or 
it was impossible to gather together the 

original and all copies of the first set? 

bs second paragraph of your answer 
reads: 


So long as the bill of lading representing 
the goods is in the hands of the person to 
whom it was originally issued, there can, 
of course, be no objection to the substitu- 
ants of another bill by agreement of the 
D es. 


We assume the bill of lading is issued 
to the carrier for the consignee; hence, 
under the circumstances related to our 
question, the corrected bill could only 
be issued prior to movement of the ship- 
ment or rather before the usual distri- 
bution of the original and copies takes 
place. Your further views with authority 
therefor will be appreciated. 

Answer: About the only rule, we think, 
that can be laid down is that an ex- 
change bill of lading may be issued by 
a carrier when it merely affects the 
rights of the original parties thereto, 
and does not adversely affect the rights 
of those parties without their agreement. 


Tariff Interpretation—Applicable Rates 
on Castings 


Ohio. —Question: Your reply to Ohio 
on page 496 of the February 24 issue of 
the Traffic World is of great interest to 
us,, as we have had this question arise 
many times. 

We see no reason why the classifica- 
tion should refer in Note 1, page 165, of 
National Motor Freight ‘Classification 
No. 7 to ratings on iron or steel hard- 
ware. In predominantly all cases, cast- 
ings are the origin of machinery or ma- 
chine parts, and the general application 
would seem to be machinery, NOI, in- 
stead of hardware, NOI. 

We would like to know when a ma- 
chined casting, completely machined, is 
no longer a casting, and becomes either 
a machine part or hardware, when not 
specifically provided for in the classifi- 
cation. 


There are movements of machine beds 
today, which are nothing more than 
rough iron castings which serve as a 
base for a table on a planer. They are 
not specifically provided for, yet a planer 
is not complete without it, nor can the 
bed be used alone. Is this machine bed, 
which is a casting, to be rated as a 
rough iron casting or as a machined 
part. If this same bed had holes bored 
and threaded with no other machine 
work, does it become a machined cast- 
ing, machined part, or iron and steel 
hardware, NOI? 

Answer: The first paragraph of Note 
1, on page 165 of National Motor Freight 
Classification No. 7, in effect provides 
that where a rough casting constitutes 
an article for which there is a specific 
item or rate for that article when in an 
unfinished condition, or where a rough 
casting requires no further work before 
becoming a finished article for which a 
specific classification item or rate is pro- 
= such specific item or rate must be 
used. 

The second paragraph of Note 1 in 
effect provides that where a coated or 
tooled casting or castings joined together 
constitute an article for which a specific 
item or rate is provided when in an un- 
finished condition, or where a coated or 
tooled casting or castings joined together 
require no further work before becoming 
finished articles, the general or specific 
classification item or rate must be used; 
in the absence of such general or spe- 
cific classification item or rate, the 
Hardware NOI rating will apply. 

Answering the third paragraph of your 
letter—under paragraph 2 of Note 1, 
when a coated or tooled casting requires 
no further work before becoming a fin- 
ished article it is no longer to be con- 
sidered a casting so far as the applicable 
rating is concerned, but is subject to a 
general or specific classification item or 
rate which covers the article, and in the 
absence of a general or specific item or 
rate, the hardware NOI rating will 
apply. 

Answering the fourth paragraph of 
your letter—under paragraph 1 of Note 
1, a rough casting which requires no 
further work before becoming a finished 
article, is no longer to be considered a 
casting so far as the applicable rating is 
concerned. If the article is not provided 
with a specific classification item or rate, 
it is subject to the Hardware NOI rat- 
ing. 


DOCKET OF THE 
COMMISSION 


April 16—Beaumont, Tex.—Hotel Beaumont— 
Examiner Fuller: 
29231—Oil City Brass Works vs. Alton & 
Southern et al. 
April 16—Brooklyn, N. Y.—Hotel St. George— 
Examiner Schutrumpf: 
MC 46879, Sub. 2— Valters Transit Corp., 
Long Island City, N. Y. 


TRAFFIC WORLD 


A ‘ 1 — 3 Rock, Ark.—State Comm,— 
. “Baty and 38: 


me 66562, cam. 628—Railway Express Agen. 
cy, Inc., New York, N. Y., certificate 

to extend operations. 
McC 105518—Clark Truck Line, Hughes, Ark, 
certificate. 
eal Me = hicago, Ill.—Sherman Hote]l—Jt, 


MC 17897, Sub. 1—V. Visceglia, Chicago, 
Tll.. license. 
—, igeLittle Rock, Ark.—State Comm— 


215: 

MC 96025, Sub. 5—Hoskins’ Truck Service, 
Ps ote Ark:, certificate ta extend oper: 
ations 

April 16—St. Louis, Mo.—Mark.Twain Hotel 
—Examiner Proudley: 

MC 30378, Sub. 15—Assoclated. Transperts 
Inc., St. Louis, Mo., certificate to extend 
operations. 

April 16—Sumter, .S.  C.—Claremont Hotel— 
Examiner Romero: 

Finarice 14717—Application of A. C. L. for 
a certificate permitting abandonment of 
line extending from Sumter to Darlington, 
“as line from Elliott to Bishopville, 


April le gg, 3 ton, D oar: 
29130— ore and A. S. Crishon vs, 


G., th 
April 16 UWashington D. C.—Argument: 
MC-C 407—Great Atlantic & Pacific Tea Co, 
_vs. Ontario Freight Lines Corp. 
April 17—Chicago, I!!.—Morrison Hotel—Com- 
missioner Patterson: 
13528—Investigation of power brakes and ap- 
liances for operating power-brake sys- 
ems. 
April 17—Chicago, i. —Sherman Hotel—Ex- 
aminer Hagarty 
MC 103046, Sub. S_minois Trailer Convoy, 
Inc., Chicago, Ill., certificate to extend 
operations. 
April 17 — Indianapolis, Ind.—State Comm.— 
Jt. Bd. 


MC 94818, Sub. 1—J. P. Brooks, Paducah, 
Ky., certificate to change 0 operations. 
April 17—Fort Worth, Tex.—Hotel Texas— 
Examiner Borroughs and Jt. Bd. 16: 
MC 59680 — Strickland Transportation Co., 

Dallas, Tex. 
MC 59680, Sub. 18—Strickland Transporta- 
, Dallas, Tex. 
April 17—Houston Tex. —Ben Milam Hotel— 
Examiner Fuller 
FF-25 — Atlantic "é Gulf Forwarding Co., 
Houston, Tex., permit. 
April 17—Kansas City, Mo. —Pickwick Hotel— 
Examiners Lawton and Mayo 
1.& S. -2511 aaa yates between 
Minn. and Wis. por 
1. & S. M-2513—Wool, N. D. points to Du- 
= — Twin Cities. 
1. & S. M-2492—Increased rates, Middlewest 
territo ory. 
1. & S. M-2515—Increased rates, Middlewest 
territory (2). 
April 17—Pittsburgh, Pa.—Roosevelt Hotel— 
Jt. Bd. 330: 


MC ‘71378, Sub. 2—Rapid Transit Co., Inc., 
Erie, Pa., certificate to extend operations. 
April 17—Sioux City, la.— Warrior Hotel—Ex- 
aminer Winson: 
* MC-F 2734—F. V. Watson et al., control; 
Watson Bros. Transportation Co., Inc., 
purchasé, Holdcroft Transportation Co. 


April 17—St. Louis, Mo.—Mark Twain Hotel— 
Jt. Bd. 135: 
MC 105079, Sub. $a Cartage Co., 
ermit 


Bloomington, Tl 
MC 105507—C. Taake Troy, Ill., certificate. 


April 2 eee, D. C.—Examiner Dris- 


Mc 41255, Sub. 6—Grubb Motor Lines, Inc., 
Lexington, N. C. 
April 17—Washington, D. C.—Argument: 
29030—C. & N. W. vs. Ann Arbor, Pere:-Mar- 
quette et al. 
290045—Ann Arbor and Pere Marquette vs. 


Cc. &N. 
April 18—Buffalo, N. Y.—Hotel Buffalo—Ex- 
aminer Burslem 
Ex Parte 1is—_Tnvestigation of South Buf- 
falo Ry. 
April 18—Chicago, ll. — Hotel Sherman—Ex- 
aminer Hagarty: 
a 104681, Sub. 3c. Ringle, Fowler, Ind., 


April Se Tenn.—County Ct.—Jt. Bd. 


MC 1506, Sub. 3—Dixie Greyhound Lines, 
Ine., Memphis, Tenn. 
April 1é—Kansas as Mo. —Hotel Pickwick— 
Jt. Bds. 
MC 1561, A. 4 TR E. Davenport, Inman, 
7. certificate to extend operations. 
1—Kirksville Bus Co., Inc. 
Kirksville, Mio. certificate to extend oper 


ation 
April 18—Philadelphia, P Pa.—uU. S. Ct.—Exam 
Derstine, Telford, Pa. 


iner Myers: 
28—D ine 
April is—Pittebureh, Pa.—Roosevelt Hote 
Jt. Bd. 11’ 


MC 1049: 
we 0 
MC 47648, Sub. 1—H. Burkey, Dover, VU» 
certificate to extend operations. 
MC 66562, Sub. 626 Ral: way Express Agei- 


ao 
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owler, Ind., The war has proved to us that we can get by with NUMBER ONE 
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und Lines,| | Can't beat the real article. English woolens, Irish c ~ eal ON 
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cy, Inc., New York, N. Y., certificate to 
extend operations. 


April 18— Washington, D. C.— Examiner 
Brooks: 
1. & S. M-2516—Steel wool, classification 
ratings. 
April 19—Chicago, IIl.—Morrison Hotel—Com- 
missioner Patterson: 


Ex Parte 104, Part 2—Practices of carriers 
affecting operating revenues or expenses, 
Terminal services, A. E. Staley Manufac- 
turing Co., terminal allowance. 

.< S. 4736—Switching charges at Decatur, 


April 19—Minneapolis, Minn.—Hotel Nicollet 
—Examiner Winson: 

MC-F 2755—A. C. Elsholtz et al., control; 
Midnite Express, Inc., control and merger, 
Shafer Transport, Inc. 

April 19—Philadeiphia, Pa.—U. S. Ct.—Jt. Bd. 
119 and 272: 


MC 66562, Sub. 590—Railway Express Agen- 
cy., Inc., New York, N. Y., certificate to 
extend operations. 

MC 84665, Sub. 4—Miller Transport Co., 
Inc., Philadelphia, Pa., certificate to ex- 

tend operations. 

April 19—Pittsburgh, Pa.—Roosevelt Hotel— 

Jt. Bd. 59: 


MC 13134, Sub. 4—Gibbons Motor Express, 
Washington, Pa., certificate to extend 
operations. 

April 19—Pittsburgh, Pa.—Roosevelt Hotel— 
Examiner Cantrell: 

MC 45192, Sub. 10—M. & H. Transportation 
Pittsburgh, Pa. 

April 19—Sumter, S. C.—Claremont Hotel— 
Examiner Romero: 

Finance eee ae em of S. A. L. and 
L. R. Powell, Jr., and H. W. Anderson, 
receivers, for a certificate permitting aban- 
donment of line extending from Lydia to 
Timmonsville, S. C. 


April 19—Topeka, Kan. — Kansan Hotel — Jt. 
Bd. 19: 


MC 41704, Sub. 2—Studt Truck Line, Glasco, 
Kan., certificate to extend operations. 

MC 43617, Sub. 2—S. Dillet, Hunter, Kan., 
certificate to extend operations. 

MC 52906, Sub. 3—C. Bowles, Jewell, Kan., 
certificate to extend operations. 

MC 59882, Sub. 4—F. Sellers, Beloit, Kan., 
certificate to extend operations. 

MC 88353, Sub. 3—Charles Gehrke and Son, 
—- Kan., certificate to extend oper- 
ations. 

April 19—Washington, D. C.—Examiner Card: 

MC 102454, Sub. 6—The James Gibbons Co., 
Relay, Md., permit to extend operations. 

April 20—Brooklyn, N. Y.—Hotel St. George 
—Examiner Schutrumpf ~ 

MC 65423, Sub. 4—G. Pernazza, South Vine- 
sn N. J., certificate to extend opera- 

ons. 


April 20—Brooklyn, N. Y.—Hotel St. George— 
Jt. Bd. 67: 

MC 22589, Sub. 2—Campus Coach Lines, 
New York, N. Y., certificate to extend 
operations. 

sees ug ty hicago, Ill.—Sherman Hotel—Jt. 


* MC 77486, Sub. 5— Mueller Transportation 
Co., Minneapolis, Minn., certificate to ex- 
tend operations. 

oe ene, Pa.—uU. S. Ct.—Jt. Bd. 


MC 105360—G. A. Zimmerman, Lehighton, 


Pa., certificate. 
20—Philadelphia, po.» Ct.—Ex- 
ides, Birdsboro, 


aminer Myers and Jt. Bd 

MC 102982, Sub. 1—H. W. 
Pa., permit to extend operations. 

MC 103428, Sub. 2—H. W. Andes, Birdsboro, 
Pa., certificate to extend operations. 


April 20—Pittsburgh, Pa.—Roosevelt Hotel— 
Examiner Cantrell: 


April 


TRAFFIC WORLD 


MC 24136—Harrison-Shields, Pittsburgh, Pa, 
certificate. 

MC 31486 and Sub. 1—W. A. Shields, Pitts. 
burgh, Pa., permits. ; 
April 21—Brooklyn, N. Y.—Hotel St. George 

—Examiner Schutrumpf: 

MC 10366, Sub. 1—H. Kopf, Westbury, nN, 
Y., certificate to extend operations. 
April 21—Brooklyn, N. Y.—Hotel St. George 

—Examiner Schutrumpf: 
MC 93852—J. P. Kane, Nutley, N. J., com. 
mon carrier application. 
April 21—Chicago, 
aminer Hagarty: 
1. & S. M-2505—Anderson Transportation 
Co., rate restrictions. 
April 21—Cleveland, O.—Hotel Cleveland— 
Examiner Cantrell: 
MC 16278, Sub. 2—Spahr Motor Trucking 
Co., Canton, O., permit to extend opera 
tions. 


April 21—Cleveland, O.—Hotel Cleveland—Jt, 
Bd. 117: 


MC 66562, Sub. 632—Railway Express Agency, 
Inc., New York, N. Y., certificate to ex 
tend operations. 

April 21—Kansas City, Mo.—Pickwick Hotel 
—Examiner Prou ~f 

1.&S. a a goods, eggs between 
midwestern points. 

April 21—-Nashville, Tenn.—U. S. Ct.—Jt. Ba) 
1 . 


MC 105515—Iron City Bus Line, Iron City, 
Tenn., certificate. 


April 21—Washington, D. C.—Examiner Mol 


ster: 

* Finance 14891—Application of B. & O. fo 
authority to acquire trackage rights ove 
owned and leased lines of railroad of 
N. Y. C. between Toledo, O., and Detroit, 
Mich., and certain terminal property in 
cidental thereto. 








1. CF C. PRACTITIONERS. 
qualified to prepare for practice. 


WANTED—A glass lined tank wagon. Advise capacity, type, condi- 
tion, availability, cost, and all other pertinent information. 


Traffic World Chicago office. 


FOR SALE—14 volumes Lust-Digest of Decisions under Interstate 
Commerce Act; 11 volumes Interstate Commerce Acts Annotated, Buck- 
ram Bound by Gov’t. Printing Office; 1 volume Lust-Law of Damage 

1 volume Lust-Practice & Evidence before I. C. C. Several 
other traffic publications, all in good condition. G. F. Raviler, Pilgrim 
Drawn Steel Corporation, Plymouth, Michigan. 


Claims; 


FREIGHT CAR PRICES REDUCED! 


Now only half of recent peak prices— 


$500 to $4250 each! 


Which of these cars could you use? 


8—Hopper, Twin 50-Ton 
40—Hopper, Triple, 50-Ton 
50—Hopper, Side-Discharge, 50-Ton 
50—Refrigerator, 40-Ft., 40-Ton 
16—Refrigerator, 36-Ft., 30-Ton 
50—Box, 40-Ft., 40-Ton 


12—Box, Automobile, Steel, 50-Ft., 50-Ton 

Magor, Automatic, 30-Yd., 50-Ton; lift doors 

4—Dump, Western, Automatic, 30-Yd., 50-Ton; lift doors 
3—Dump, Western, 20-Yd., 40- and 50-Ton; steel floors 
20—Dump, Koppel, 20-Yd., 40-Ton; lift doors 


10—Dump, 


5—Flat, 40-Ft., 50-Ton; A B brakes 
6—Gondola, 50-Ton, High-Side, Steel 


10—Tank, 8000-Gallon, 40- and 50-Ton 


Perhaps this list also has some other cars you could use to very 
beneficial advantage now? 


All cars are priced to selll 
IRON & STEEL PRODUCTS, INC. 


40 years’ experience 


13450 S. Brainard Ave., Chicago 33, Illinois 
“ANYTHING containing IRON or STEEL" 





The only practical, authentic I. C. law 
course available by mail. Restricted to Attorneys, Practitioners or those 


Includes Freight Forwarder Act. 
COLLEGE OF ADVANCED TRAFFIC, 12 E. Jackson Blvd., Chicago, Il. 








Box 346, 


PEORIA-GATE WAY 





33rd St. and Huber General Ofee 
S.Wabash Ave. @th & Kentucky Sts. 
Chicago MOTOR EXPRESS iam, & 


Dally Refrigerator Service Between 


CHICAGO ATLANTA, GA. INDIANAPOLIS, IND. MIDDLESBORO, KY. 
LEXINGTON, KY. 


Connecting lines serving all pelats ln Keutecky, Tennessee, Nerth Corefina, Seuth Carolina and Georgia 


LOUISVILLE, KY. KNOXVILLE, TENN. 


The Minneapolis & St. Louis Railway 
For Fast Freight Service to 
Industry and Agriculture in 

The Great Midwest 


\ 


P.d P.U.Ry. and Peoria Gateway 
4 —Always Open— 


\> 


PEORIA & PEKIN UNION By. 
E. F. Stock, Tr. Mgr., Peoria, Illinois 


il.—Sherman Hotel—kx.| 
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Lehigh at Brooklyn 


THE WORLD IS A WAREHOUSE 


AND THE WISE MERCHANT FOLLOWS NATURE’S PATTERN 


From surface to core, Mother Earth is an efficiently organized warehouse from which man- 
kind draws fresh substance when and as needed. 


The wise merchant in his distribution planning follows Nature's pattern by utilizing 


L & L MODERN WAREHOUSING — NERVE CENTER OF DISTRIBUTION* 


*the key to sales dominance—the formula for getting to market ‘’Fustest with the Mostest’’ 
WRITE FOR FREE COLOR BROCHURE. 
1 


i: my LEHIGH WAREHOUSE AND TRANSPORTATION CO., INC. 
ad LACKAWANNA WAREHOUSE CO., INC. 


*U. S. Pat. Applied for. Headquarters: 98 Frelinghuysen Ave., Newark, N. J. 





> BY TRUCK! 


TRUCKS 
GIVE YOU SPEED, SAFETY, 
CONVENIENCE NO OTHER 
TRANSPORTATION CAN MATCH! 
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EVERY MILE FREIGHT TRUCKS ROLL BRINGS VICTORY CLOSER 





